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Y2K: WILL WE GET THERE ON TIME?

TUESDAY, SEPTEMBER 29, 1998

U.S. HOUSE OF REPRESENTATIVES, COMMITTEE ON
TRANSPORTATION AND INFRASTRUCTURE, JOINT WITH
THE SUBCOMMITTEE ON TECHNOLOGY, COMMITTEE ON
SCIENCE, AND THE SUBCOMMITTEE ON GOVERNMENT
MANAGEMENT, INFORMATION, AND TECHNOLOGY, COM-
MITTEE ON GOVERNMENT REFORM AND OVERSIGHT,
WASHINGTON, DC.

The committees met, pursuant to notice, at 9:36 a.m., in room
2167, Rayburn House Office Building, Hon. Bud Shuster (chairman
of the committee) presiding.

The CHAIRMAN. The committee will come to order.

Before we begin today’s business, I would like to welcome our es-
teemed colleagues for this very important Y2K Task Force. The
hearing will be conducted jointly between the T&I Committee and
the Task Force. Chairman Horn and Chairwoman Morella and
their respective subcommittees have taken the leadership in the
House on this Y2K computer glitch. We are very fortunate that
they will be participating today.

Today’s hearing will be the first in a series of hearings held by
the Transportation and Infrastructure Committee. The focus is on
the year 2000 computer glitch as it relates to transportation and
infrastructure. The poll released just last week indicates that near-
ly half of all the Americans are worried about what will happen
midnight January 1, 2000. With fewer than 460 days until the new
millennium, the committee is concerned that the transportation
community will fall victim to the Y2K bug. The year 2000 is an im-
movable object. We have one chance to get it right. While we do
not wish to propagate a doomsday scenario, we must be certain
that computer failures will not jeopardize public health and safety.
We have an obligation to assist and to assess the risk, and if need-
g:d, bring the full weight of the committee to bear on this critical
issue.

Today’s hearing will focus on problems facing the aviation indus-
try. To date, most attention is focused on the FAA and the air traf-
fic control system. While this is critical to aviation safety, it is only
one of many issues confronting civil aviation. The aviation commu-
nity realizes that its systems are interdependent. Y2K compliant
airlines need Y2K compliant airports, electronics, and air traffic
controls. The industry as a whole will not be able to function if any
one of these systems fails. The community must work together in
order to avoid unnecessary safety and economic problems.
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Today we will hear from a number of distinguished witnesses
from all aspects of the aviation sector. First, we will welcome my
dear friend. I was going to say my old friend, but I will say my
long-time friend instead, former chairman of the Committee on
Government Reform and Oversight, and a former member of this
committee, Bill Clinger. Chairman Clinger brings a wealth of
knowledge and experience.

Next, the Honorable Jane Garvey, FAA administrator, and Gen-
eral John J. Kelly, assistant administrator for weather services at
the National Oceanic and Atmospheric Administration, to discuss
the administration’s efforts on Y2K.

We will hear the testimony from a panel of experts on the year
2000 computer glitch. Also, we will hear from a panel representing
the various aspects of the aviation industry. Today’s witnesses are
leaders in the aviation industry and will discuss their experience
with solving the Y2K problem.

On a personal note, I might report that before I lost my mind
and ran for Congress, I was in the computer business for 17 years.
Indeed, was involved in installing the first univac file computer as
an air traffic control computer in the Pittsburgh Airport. So I some-
times think I know more than I want to know about computer
problems. Particularly, I am told that something like 50 percent of
the coding down at air traffic control is still in machine coding. Ma-
chine coding, for any of you who have been in the computer indus-
try long enough know that it is of enormous difficulty to go in and
change machine coding. Bad enough to have to deal with COBOL
operating systems. But machine coding is the most difficult of all,
and requires the most skilled programmers and systems analysts.
So I am particularly sensitive to the problems that our country
faces and that we face in aviation in particular as a result of the
Y2K problem. Certainly I am willing and anxious to be helpful in
any way that we can be.

Does anybody else seek recognition? Yes, Jim?

Mr. KuciNicH. Thank you very much, Mr. Chairman, and mem-
bers of the committee. I first of all want to thank the Chair, as well
as Chairman Horn and Chairwoman Morella and others for holding
today’s joint hearing on the implications of the year 2000 computer
problem for the aviation industry. It is fitting that today we bring
together the expertise of three congressional committees, the Gov-
ernment Reform Committee, the Science Committee, and the
Transportation and Infrastructure Committee, to identify the po-
tential threat to aviation posed by the year 2000 problem. It is fit-
ting because this is a computer problem that knows no jurisdic-
tional bounds.

Our committees have held numerous hearings on the Y2K issue
in the past 2 years. We have learned that this is a problem that
will impact all sectors of the economy, from banking to tele-
communications, agriculture to transportation. In some cases, Y2K
problems will cause inconvenience, in others, economic losses. How-
ever, in some cases the Y2K problem, if it is not fixed, could lead
to loss of life. That’s why today’s hearing on the aviation industry
is so important.

Some gloom and doom scenarios predict that come January 1,
2000, planes will fall out of the sky. I don’t believe this will hap-
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pen. But I am concerned how the Federal Aviation Administration
and the aviation industry will handle the transition to the year
2000. Last month the GAO testified that it was doubtful that the
FAA would have all of its critical systems fixed before January 1,
2000. This is a finding of concern to all of us. If FAA computers
are not fixed, then we face a potential shutdown of the entire avia-
tion industry. FAA responded to this GAO report and assured Con-
gress that it would have all critical systems fixed in time. I am
Fleased that the FAA is appearing before this committee today, and
ook forward to a full accounting of their progress. I must say that

iven the work and the reputation of Jane Garvey, Administrator,

think this country should have confidence that the FAA will be
up to the challenge.

But even if the FAA is fully Y2K compliant, that will not be
enough to keep the aviation industry healthy. This industry relies
upon thousands of computers to perform billions of calculations,
covering everything from weather forecasts to scheduling and
ticketing. Virtually every aspect of flying a plane, from mainte-
nance to luggage tracking, relies on computers.

The aviation industry faces more complex Y2K problems than al-
most any other industry. The sheer number of computers, the com-
plications caused by frequent data exchanges between different or-
ganizations, and the international coordination required in the in-
dustry all make the problem extraordinarily complicated and time
consuming.

I am pleased today that we will hear from a number of different
members of the aviation community and hear about potential prob-
lems faced in different parts of the aviation industry. The Y2K
problem is not yet high profile. It doesn’t make the headlines on
the evening news, yet. But if the problem is not fixed, it will have
enormous implications for the aviation industry and the American
economy.

I am pleased, Mr. Chairman, that we are holding these hearings,
and hope that come January 1, 2000, the aviation industry will be
able to guarantee to the public that it will be safe to fly. Thank
you, Mr. Chairman.

The CHAIRMAN. Thank you. Mr. Duncan.

Mr. DUNCAN. Thank you, Mr. Chairman. I first of all want to
thank you for holding these hearings on the Y2K problem. This is
a very important topic, as all of us know, and one that needs I
think as much attention as possible. I also want to thank my good
friends, Congresswoman Connie Morella and Congressman Steve
Horn for their willingness to hold this joint hearing today with the
subcommittees that they Chair. Of course this hearing will focus on
aviation issues. The three of us share an intense interest, as does
Chairman Shuster, in ensuring that the FAA and the aviation in-
dustry are prepared for the new millennium.

I would say that both Congresswoman Morella and Congressman
Horn are certainly experts on the Y2K issue. I am so pleased that
they will be a part of the hearing today because I know their par-
ticipation will significantly increase the hearing’s value. I also want
to welcome the other members of the House Task Force on Y2K.

The year 2000 problem has been referred to as a slow moving
disaster. Because it is slow moving, some Government agencies,
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businesses, and individuals have placed this problem on the back
burner and they have not given it the priority it deserves. I have
followed closely the many news reports of the potential Y2K prob-
lems. I have heard people warn that prior to the turn of the cen-
tury, we will all have to prepare for the worst. For instance, some
people warn that before January 1, 2000, everyone should have
extra cash on hand because it is likely that ATMs and the bank
computers may break down in some way. I read recently that the
Federal Reserve is printing $50 billion extra in cash to prepare for
this potential situation.

I have heard some experts warn that even the most basic com-
puter chips like those in some cars will fail and leave us stranded.
There have been claims that without proper preparation, January
1, 2000, will arrive and there will be no electricity. It really is a
mind-boggling problem that the computers, which do so much for
us, can't recognize that we are going from the year 1999 to the year
2000 and it’s going to be so costly.

However, I would like to believe that the doomsday scenarios
that some people are writing and speaking of will not be the case.
I would like to see and hope to see the new millennium arrive with
only celebration, not trepidation. In fact, that is why we are here
today. I have been told that one-third of the problems associated
with the year 2000 conversion are within the transportation sector.
We want to make sure that the Government and the transportation
industry properly prepares its systems for the year 2000.

Regarding the potential Y2K problems in aviation, the witnesses
we have today represent a great range of aviation interests. As
Chairman Shuster has already welcomed these witnesses, I will
simply say that we are very pleased to have our good friend, the
former ranking member of this subcommittee, Mr. Clinger with us.
And Administrator Garvey, I understand that Administrator Gar-
vey has identified over 400 systems in the FAA which are mission
critical and that may have a Y2K problem. We have General Kelly
of NOAA here today, whose organization is responsible for several
weather, and therefore safety related systems that must be Y2K
compliant. We also are honored to have Mrs. Carol Hallett, the
president and CEO of the Air Transport Association, representing
most of the major U.S. airlines, all of which must be Y2K compli-
ant for clearly safety reasons. We have representatives from two
a}ilrports, Wichita and the Metropolitan Washington Airports Au-
thority.

I just might add, Mr. Chairman, that I think one of the best
summaries of this problem was written and appeared yesterday in
the Wall Street Journal by a member of the other body, Senator
Bennett. He said among other things, the problem is global, and
the greatest amount of time connected with solving this problem is
tied up in testing. He said you can have all your computers and
systems under control and still get hurt. He also said that some
systems won’t work even after being remediated. I think he is
doing a lot to try to call attention to this situation.

So I think this is one of the most important hearings that this
committee has probably ever held. I am just very pleased to be a
small part of it. I thank you very much for giving me this time.
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The CHAIRMAN. I thank the gentleman. The Chair would note
that all Members’ opening statements will be put in the record.
Does anybody else seek recognition?

Mr. Barcia.

Mr. BARCIA. Thank you, Mr. Chairman. I want to join my col-
leagues in welcoming everyone to this morning’s hearing. I would
like to say a few words about FAA’s Y2K efforts. At our February
hearing, the situation at FAA was grim. FAA was on the OMB
watch list and did not have a comprehensive Y2K plan in place.
Since then, the FAA under the leadership of Administrator Garvey,
has made outstanding progress.

Yet while much has been done, much still remains. The FAA got
a very late start in its Y2K efforts. They will be hard-pressed to
meet their ambitious schedule. As I outlined my concerns in Au-
gust, I am still concerned about FAA’s plans to deal with the issue
of data exchanges as well as their plans for end-to-end testing.

In addition, I have been concerned with the progress made by
airlines and airport authorities in addressing the Y2K problem.
The efficient operation of the national airspace system is the result
of the successful public-private partnership. Efficient air service
can only continue if both the airlines and the FAA are Y2K compli-
ant on January 1, 2000.

I hope that our witnesses will explain their plans for Y2K compli-
ance, as well as discuss their experience with obtaining the infor-
mation that they need. I also hope they will make any rec-
ommendations as to how we might improve our efforts to address
this very serious problem. Finally, I would encourage any of our
witnesses to discuss the implications of the Y2K problem on inter-
national air service as well as any knowledge of what their inter-
national counterparts are doing also to address this issue.

I want to thank our witnesses for taking the time to appear be-
fore our committees. I look forward to their comments.

The CHAIRMAN. I thank the gentleman. The Chair would an-
nounce that when we do move to the testimony from the witnesses,
because this is a joint hearing, and the tradition and rules of the
Government Reform Committee are that we swear in the wit-
nesses, we will be swearing in witnesses. I think there is a certain
poetic justice to this because the former chairman of that commit-
tee was Congressman Clinger, who insisted upon swearing in wit-
nesses, and he will be the first witness to be sworn in, in just a
few minutes.

Because this is an aviation-oriented hearing, I am going to turn
the gavel over now to Congressman Duncan. There are other Mem-
bers who would like to be recognized I understand.

Mr. DUNCAN [presiding]. Thank you very much, Chairman Shu-
ster. I think the next person to give a statement is Congressman
Horn.

Mr. HORN. Thank you very much, Mr. Chairman. I will be brief.
I would like my full remarks put in the record at this point.

[The prepared statements of Mr. Horn, Mr. Oberstar, Mr. Lipin-
ski, Mrs. Morella, and Mr. Costello follow:]
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“Aviation Y2K: Will We Get There In Time?”

September 29, 1998
OPENING STATEMENT
REPRESENTATIVE STEPHEN HORN (R-CA)

Chairman, Subcommittee on Government Management,
Information, and Technology

The Subcommittee on Government Management, Information, and Technology first
held hearings on the Year 2000 computer problem in April of 1996. Since that time, we have
continued to rajse the issue in numerous hearings on the progress of Federal agencies. We also
recently completed a series of field hearings in New York City, Indianapolis, New Orleans,
and the areas of Dallas, Cleveland, and Chicago.

Mrs. Morella and 1 have repeatedly called on the President to use the “bully pulpit” to
inform American citizens on the significance of this issue and to provide strategic national
guidance. The President finally took action by speaking on this topic at the National Academy
of Science, which, to me, is a little like preaching to the choir.

The White House also established a task force, called the President’s Council on the
Year 2000 Conversion, which is headed by John Koskinen. Mr. Koskinen is a former Deputy
Director for Management at the Office of Management and Budget and is well respected by
this Subcommittee. However, he has a tough job to do and it is still unclear how this council
will provide the strategic direction needed for the U.S. to adequately prepare for the Year
2000.

This is why it is critical that we continue to hold hearings on the Y2K readiness of
essential sectors of this country - such as transportation and in particular, the aviation industry.
I applaud Chairman Shuster for his participation in today’s hearing. The Subcommittee on
Government Management, Information, and Technology and Mrs. Morella’s Subcommittee on
Technology have held hearings on the FAA’s Y2K progress. The news hasn’t always been
good. The GAO still does not think FAA will be ready in time. I look forward to hearing
from Ms. Garvey on what her agency is doing.

[ am also pleased that we have broadened our focus to include the aviation industry
overall. One of the most frequently asked questions I get on this issue is whether it will be



safe to fly on New Year's day.

Frankly, | don't think anyone in this industry would allow planes to fly if they thought
it would not be safe. [ believe that the pilots, airlines, air traffic controllers, and the FAA will
keep flights grounded unless they are absolutely sure it is safe. 1 am told the mantra in the
airline industry is “When in doubt, ground it.” And, as a frequent flyer from Los Angeles to
Washington, D.C., I strongly agree with that policy, even if it means I sit on the runway
occasionally.

So the question is not whether it will be safe to fly. The question is whether the planes
will be flying. ! want to know what capacity the aviation industry can sustain without its
sophisticated computer systems - if portions of the air traffic will have to operate manually. If
the aviation industry does not finish fixing and testing all of its mission-critical systems, what
percentage of planes will remain grounded? And, for how long? What contingency plans have
been developed for manual operations? I know these are difficult questions to answer, but they
must be answered.

We will help, in any way we can, to ensure that the aviation industry is prepared for the
year 2000. 1 understand that only executive leadership in the government, in the overall
transportation industry, and specifically, in the aviation industry, can provide the necessary
organization, management, and leadership to solve the problem before us.

I look forward to the testimony of today’s aviation experts to help Congress address this
critical issue. 1 am particularly pleased to welcome the distingnished former Chairman of the
Government Reform and Oversight Committee, Bill Clinger. It was under his leadership that
we first began our oversight of the Year 2000 issue.



Statement by James L. Oberstar
for
Hearing on Aviation Industry Year 2000 Issues
On
September 29, 1998

I’d like to commend Chairman Shuster for calling this series of hearings on

the issue of the Year 2000 (Y2K) problem for the transportation industry.

Whoever thought such a fuss could result from the brilliant idea of a
software programmer to show years as two digits to save precious memory
on the early computer systems. This programmer probably received a
promotion and a raise for saving that company so much money. Yet here
we are today to talk about the serious impact this idea is having on the
transportation industry. This is a perfect example of the saying “a penny

wise and a pound foolish.”

The United States has the most effective transportation and distribution
system in the world. This transportation system is vital and indispensable to

the U.S. economy. As a share of the gross domestic product (GDP),
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transportation has held at approximately 11% since 1989. The size of the
transportation system can be seen in these 1995 statistics:
P4 . 42
e Approximately 2-5rillion miles were driven by 213 theusand vehicles
on 4 million miles of public roads.
e Approximately 530 million passengers were carried by 5500 air carrier
aircraft through the air traffic control system, landing and departing at
g = -
800 airports. In additiorb 180 theusand general aviation aircraft used
00O
over 5 theusamd-public use airports.
e More than 620 thousand rail cars operated on over 200 thousand miles of
track.
e The U.S. has over 25jthousaml miles of navigable waterways with 275

locks and 322 miles of ferry service.

Today we are focusing on the Y2K challenge for the aviation infrastructure.
Aviation, out of all the modes of transportation, has probably received the
most media coverage of its Y2K problem. This most likely stems from
people’s general fear about the safety of aviation. More than 40 times t:g’
m people die in ground transportation accidents every year shansin

aisblane accidents, yet people are generally more afraid of flying. This same
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fear may also be a benefit to aviation in solving the Y2K problem. This fear
has lead the FAA and the industry to really take the Y2K issue seriously and
take the necessary actions in order to ensure that it is safe to fly on January

1, 2000.

We need to find the right balance for Y2K. On the one hand, we need to
recognize the seriousness of the problem, but in an industry like aviation,
we need to avoid panic. This can be achieved. First, we need to recognize
that the Y2K problem is not really a technical problem, simple solutions do
exist. Instead, it is a management problem. The biggest challenge is
assessing which systems are not Y2K compliant and managing the
renovation, testing and implementation of those systems in the short time
we have left. Second, we need to accept the fact that we can never be sure
we’ve completely fixed everything and have the appropriate contingency

plans in place for some type of failure on January 1, 2000.

Managing the renovation of the aviation infrastructure requires a wide range
of people and organizations to work together. The aviation infrastructure is

an extremely complex and fully integrated system. In order to maintain a
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safe and efficient air transportation system in 2000, we must ensure that all
parts of the industry are prepared and Y2K compliant. This includes: the
FAA Air Traffic Control System, the airlines, the airports, the aircraft
manufacturers and other suppliers, the repair stations, the international
community, the computer reservation systems, the travel agencies, and the
power and telecommunication networks. Probiems in any of these areas on
January 1, 2000 could impact air travel throughout the world. 1 believe this
process is well underway and many of the witnesses will testify to this fact
today. For example, thanks to the hard work and leadership of Jane Garvey
and Ray Long, the FAA will have 99% of its systems renovated by
tomorrow, September 30, 1998. This was the date established by OMB for
all renovation activities. ATA is also working with the major airlines and

airports to develop adequate Y2K plans.

For aviation, contingency plans are nothing new. The entire system is built
on layers and layers of back-up plans. Most critical air traffic control
systems are redundant. Every pilot knows at which alternate airport to land
in the case they are unable to land at their intended airport and the aircraft is

carrying enough fuel for that situation. Every air traffic controller knows
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that if the radar scope fails, they can control the plane using voice

communications and pre-established procedures.

Yet these contingency plans are not enough. Additional contingency plans
need to be developed for catastrophic failures. The FAA may know what to
do when power fails at one ARTCC, but what about 6 contiguous ARTCCs?
It will also be important for people to review all contingency plans and be
prepared to execute any of them. The issue of additional Y2K contingency
plan training for air traffic controllers, maintenance staff, pilots and other

aviation employees needs to be addressed.

I look forward to hearing from the witnesses today to learn more about the
status of their Y2K plans. This is an important issue for aviation with an

immovable deadline.
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Opening Statement of Congressman William O. Lipinski
Committee on Transportation and Infrastructure
Hearing on “Y2K: Will We Get There on Time?”

With a Focus on Aviation Compliance
September 29, 1998

Thank you, Mr. Chairman, for holding this important series of
hearings on the Year 2000 computer problem and the response of our
nation’s transportation industry. I also want to thank the House Task
Force on the Year 2000 problem for all the hard work and attention
they have devoted to this issue.

Our nation’s economy depends on transportation for the
movement of people and goods. Transportation increasingly
depends on computers to keep moving. Aviation and the air traffic
control system are particularly dependent on computers and

computer-based systems.

I look forward to learning today about what the Federal
Aviation Administration and the aviation industry have already done
to addresses the Year 2000 problem and what more needs to be done
to be ready for the new millennium. We must make sure that the

entire aviation industry is ready to fly smoothly into the 21* Century.

Thank you, Mr. Chairman. Ilook forward tv hearing from our
witnesses here today and I yield back the balance of my time.
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Opening Statement of
Constance A. Morella
Chairwoman, Subcommittee on Technology
[House Committee on Science]

Aviation and the Year 2000

Joint Hearing with The House Committee on Transportation and Infrastructure
and the House Committee on Government Reform

September 29, 1998

Good moring. 1 am pleased to be part of this important hearing today dealing
with the projected impact of the Year 2000 computer problem as it relates to aviation.

This is eleventh in a series of hearings the Technology Subcommittee has held on
the Y2K problem and I am pleased to work jointly for the first-time with the Committee
on Transportation and Infrastructure.

I wish to thank Chairman Shuster and Ranking Member Oberstar, as well Aviation
Subcommittee Chairman Duncan and Ranking Member Lipiniski, for their cooperation
and leadership on this critical issue.

Today’s hearing will focus on the efforts of the Federal Aviation Administration,
the National Oceanic and Atmospheric Administration, and the aviation industry to
address the effects of Y2K and its impact on aviation.

In past hearings, we have focused our efforts on the mission critical components of
the FAA’s air traffic control system.

While I still harbor some concerns about the FAA’s ability to be fully Y2K
compliant before January 1, 2000, I am pleased with the significant progress the agency
has made since our initial hearing in February of this year.

Administrator Garvey and her Y2K team have made great strides, but the real
chailenge is to catch-up to the OMB milestone for March 1999 so that enough time is left
to conduct the costly and time-consuming critical “end-to-end” testing of the entire
aviation system.

As Co-chair of the House Y2K Task Force, I am often asked whether aircraft will
fly and fly safely on that fateful eve as our clocks change from 1999 to the year 2000.

As I have said, time and time again, I view this problem as a “capacity” issue, not
a “safety” issue.
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1 know that the FAA and the aviation industry will not take any chances that could,
in any way, jeopardize aviation safety. However, 1 believe there is a real possible that
Y2K will cause some disruption to air service.

At this time, 1 am convinced that it is practical for the FAA and aviation industry
to work proactively with all aviation stakeholders to develop contingency plans in the
event that they are needed to ensure that certain flights continue and the transportation of
people, goods and services are not significantly impaired.

While the FAA has made significant progress mitigating the effects of Y2K on its
own systems, several issues still need to be addressed as a result of the hundreds, if not
thousands, of interdependent data-exchange interfaces that support aviation operations.

Every component that supports aviation - from navigation to ground-based
maintenance and fueling operations - must demonstrate its ability to work together
flawlessly with other aviation components to ensure a seamless transition to the Year 2000
and beyond.

I am pleased that we have with us today a very distinguished panel to help us
review these issues and I wish to thank them for their recognition of this problem and their
willingness to share their Y2K views and strategies.

The fact that three Congressional committees are participating in this hearing
underscores the importance of the aviation industry to our nation’s economy and welfare.

This hearing is an excellent example of Congress working proactively with Federal
agencies and the industry to overcome a common problem, and I look forward to
continuing to move collaboratively to expedite the necessary Y2K fixes in the aviation
industry.

Thank you.
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1ZTH DISTRICT. ILLINOIS BUDGET
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rmm— Congress of the Tnited States oniars
Pouse of Repregentatives

TWashington, BE 205151312
STATEMENT OF U.S. REPRESENTATIVE JERRY F. COSTELLO (D-IL)

TRANSPORTATION AND INFRASTRUCTURE COMMITTEE
HEARING ON Y2K

September 29, 1998

Mr. Chairman, thank you for calling this hearing. I am pleased that this committee is
committed 10 making sure that our transition to the next millennium is as smooth and safe as
possible. This hearing is the first in a very important series on the Y2K computer problems.
With little over a year until the next millenniurn, this status report is none too soon. It is critical
that we evaluate our transportation systems in relation to Y2K and move expeditiously to correct
any potential problems.

I would like to welcome Administrator Garvey and our panel of witnesses. The aviation
industry is especially dependent on computers and more than any other transportation industry, 1
believe, the public can conceptualize what would happen if the air traffic control system
experienced a computer meltdown at the turn of the century. They are rightly concerned. 1
understand that the FAA has made great strides in their Y2K efforts. I am pleased by these
results and I look forward to hearing a full status report. I am also very interested in learning
about the coordination within the airline industry. The airline industry is critically
interdependent and all systems and all players must be able 1o adequately rely on one another.

Mr. Chairman, I look forward to a very insightful and informative hearing. Again, 1
would like to thank you and Ranking Member Lipinski for your leadership on this issue and in
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Mr. HORN. We have held 20 hearings since we held the first one
on this subject with the Subcommittee on Government Manage-
ment, Information, and Technology. We have gone to the field re-
cently in the six major cities in America to look at what is going
on at the grassroots.

About a year and a half ago, Mrs. Morella and I, with our rank-
ing Democrats, urged the President to do two things. One, appoint
somebody that can coordinate this effort for the executive branch.
That has been done with Mr. Koskinen and the year 2000 panel
that he has put together. We also urged him to use the bully pulpit
and inform the American citizens and reassure them. We have
done that in writing, we have done it personally. He did make one
address on this subject. That is before the National Academy of
Sciences. I might say that’s preaching to the choir. They know all
about it.

We need the President and top officials in the executive branch
to go around the country and explain and to end any fears that are
going to be constantly popping up in some of the media that like
to alarm people. We need to have sufficient progress, which is what
we are looking for today with the Federal Aviation Administration,
among others.

I applaud Chairman Shuster and now Chairman Duncan, acting
chairman, for doing this on transportation as a whole. I think it is
tremendously important. We should note that the General Account-
ing Office, which is our investigative arm, does not think the Fed-
eral Aviation Administration will be ready on time. So we need to
be reassured one way or the other by the very able administrator
of that agency.

The question has been raised, would we feel safe to fly on New
Years Day? The answer is yes, because we assume FAA and the
airlines would have that rule that when in doubt, you ground it.
We are all for that. The question is, how far along are we in the
conversion of the various computers that relate to moving a plane
from one part of the country, one part of the world to the other.
So we will be pursuing those questions. Again, we would urge lead-
ership in the executive branch and in the companies around the
United States and the industries there, also leadership. That is the
only thing that is going to get this job done. I thank you, Mr.
Chairman.

Mr. DUNCAN. Thank you very much, Chairman Horn. I must just
say since you mentioned it that this is the 1st day of 4 days of
hearings on the Y2K problem that tie into transportation. We are
always honored to have the ranking member of the full committee,
Mr. Oberstar, with us. He will be involved in all 4 days of these
hearings. But we have referred to him many, many times on this
committee as Mr. Aviation, because he is certainly an expert in
that area and was formerly chairman of the Aviation Subcommit-
tee. So I'll turn to Mr. Oberstar for any statement he wishes to
make at this time.

Mr. OBERSTAR. Thank you very much, Mr. Chairman, for your
very kind remarks. I do join others in paying tribute to Chairman
Shuster for calling these hearings. As a computer specialist himself
with a Ph.D. in the field, he certainly understands the seriousness
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of the issue and the importance of directing committee attention to
this matter at any early date, as we have done.

I thank you for your splendid leadership, the diligence in the
field of aviation and welcome long-time dear and wonderful friend,
Chairman Clinger. It is nice to be able to refer to you in those
terms. Welcome to this committee hearing and to this room where
you and I spent more time I think with each other at various
points in our career than we did with our spouses, constructively
and productively.

I will abbreviate my remarks by saying that the Y2K problem lit-
erally scared the daylights out of people when it first exploded
upon the scene, not just Government, private sector. There was a
story in the National Journal earlier this year reporting on the in-
dustry problems. “This is an industry that produces a lot of crum-
my software” said Bruce Webster, chief technology officer of Dallas-
based Object Systems Group. He went on and the story goes on to
describe the problems industry is having.

It isn't a Government, it isn’t an industry problem. It is a tech-
nology problem. Somewhere back in the dark ages of computer soft-
ware, about 10 years ago, somebody decided that, it was actually
longer than that, about the time actually my wife Jean was a pro-
grammer for the first NASA moon launch, working in a computer
programming project with industry and Government people, astro-
nauts all gathered. They were saying we don’t have enough capac-
ity in memory to have all these numbers. How can we abbreviate
these numbers. Somebody came up with just using the last two dig-
its of the century. All of a sudden we have a problem.

What sounded like a really good solution, a brilliant solution,
saved companies lots of money and accommodated the reality that
we didn’t have computer capacity, memory capacity to hold all the
data, it sounded like a good idea then. Today the problem is that
small systems in very big computers like the 9020 for the host sys-
tem in air traffic control, governing end route flights, 23 million a
year, reads the wrong number in the year 2000, and doesn'’t tell the
cooling system to turn on and the computer system overheats and
shuts down. That is the fear. Small little things like that.

To her great credit, Administrator Jane Garvey seized the prob-
lem immediately, appointed a Y2K czar, Ray Long, and said get
going, this is our highest priority, fix it. By tomorrow, September
30th, FAA will have 99 percent of its systems renovated. What
started out as a really huge problem, when analyzed, came down
to 280 total air traffic systems of which 224 are mission-critical, of
which 84 needed repair, and by the spring of this year, 41 percent
of those had already been addressed. The rest will be completed by
tomorrow. That is an extraordinary record.

There is a lot more to be done, much more to be accomplished
to be sure that we haven't overlooked some little number, some lit-
tle date, some software programming. But the fact is that every-
body is aware of the problem. It’s not one that is being overlooked
and isn’t one that's being swept under the rug. It is one that is
being addressed by the best minds in industry and in Government.
With the project we are going to hear about from Chairman
Clinger, I know we’ll learn a good deal more.
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These issues of capacity now are largely behind us. We have
today so much capacity we don’t know what to do with it in com-
puter systems. In fact, we are being flooded with information, the
so-called paperless age is inundating us with paper. It's a good
thing for the companies in my district, but not good for people who
have to read all that extra paper.

The fact is that we are on top of this issue. The sky is not falling.
Chicken Little is wrong. We are on the right track. Today’s hearing
and the three to follow will give us the path toward understanding
where we are, where we’re headed, and how to avoid such problems
in the future.

Thank you, Mr. Chairman.

Mr. DUNCAN. Thank you, Mr. Oberstar. The three hearings that
will be held on this problem in this committee are on October 2,
with railroads and transit, on October 6, with public buildings and
highways and pipelines, and October 7, on water transportation
and Coast Guard issues.

As I mentioned in my opening statement, probably the 2 Mem-
bers out of all 435 of us who have spent the most time on this issue
are Congressman Horn, who has held hearings all over the country,
and our good friend Congresswoman Connie Morella, who Chairs
the apprca?riate subcommittee on the Science Committee. I would
like to call on Congresswoman Morella to give her statement at
this time,

Mrs. MORELLA. Thanks very much, Mr. Chairman. I am very
pleased to be part of this important hearing dealing with the pro-
jected impact of the year 2000 computer problem as it relates to
aviation. This is the 11th in a series of hearings that the Tech-
nology Subcommittee has held on the Y2K problem. I am pleased
to work jointly for the first time with the Committee on Transpor-
tation and Infrastructure. I commend you on the series of hearings
that you are going to be holding on Y2K.

I want to thank Chairman Shuster, Ranking Member Oberstar,
and indeed Aviation Subcommittee Chairman Mr. Duncan, and
Ranking Member Lipinski, for their cooperation and leadership on
this critical issue.

Today’s hearing will focus on the efforts of the Federal Aviation
Administration, the National Oceanic and Atmospheric Administra-
tion, and the aviation industry to address the effects of Y2K and
its impact on aviation. In past hearings, we have focused our ef-
forts on the mission-critical components of FAA’s air traffic control
system. While I still harbor some concerns about the FAA’s ability
to be fully Y2K compliant before January 1, 2000, I am really
pleased with the significant progress that the agency has made
since our initial hearing in February this year. Administrator Gar-
vey and her Y2K team have made great strides.

But the real challenge is to catch up to the OMB milestone for
March 1999 so that enough time is left to conduct the costly and
time-consuming end-to-end testing of the entire aviation system. As
co-chair with Congressman Horn of the House Y2K Task Force, I
am often asked whether aircraft will fly and fly safely on that fate-
ful eve as our clocks change from 1999 to the year 2000. As I have
said time and time again, I view this problem as a capacity issue
and not a safety issue.
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I know that the FAA and the aviation industry will not take any
chances that could in any way jeopardize aviation safety. However,
I believe that there is a real possibility that Y2K will cause some
disruption of air service. At this time, I am convinced that it is
practical for the FAA and aviation industry to work proactively
with all aviation stakeholders to develop contingency plans in the
event that they are needed to ensure that certain flights continue
and the transportation of people, goods and services are not signifi-
cantly impacted.

While the FAA has made significant progress mitigating the ef-
fects of Y2K on its own systems, several issues still need to be ad-
dressed as a result of the hundreds, if not thousands of inter-
dependent data exchange interfaces that support aviation oper-
ations. Every component that supports aviation, from navigation to
ground-based maintenance and fueling operations, must dem-
onstrate its ability to work together flawlessly with other aviation
components to ensure that seamless transition to the year 2000
and beyond.

I am pleased that we have here today, Mr. Chairman, a very dis-
tinguished panel to help us review these issues. I want to thank
them for their recognition of this problem and their willingness to
share their Y2K views and the strategies. The fact that three con-
gressional committees are participating in this hearing underscores
the importance of the aviation industry to our Nation’s economy
and welfare. This hearing is an excellent example of Congress
working proactively with Federal agencies and the industry to
overcome a common problem. I look forward to continuing to move
collaboratively to expedite the necessary Y2K fixes in the aviation
industry.

I am pleased that our first guest who will testify has been very
patient and is a very dear friend. It’s good to see Congressman
Clinger here. Thank you very much, Mr. Chairman.

Mr. DUNCAN. Thank you very much, Mrs. Morella. For some rea-
son, perhaps because it is not a very precise science, politics does
not attract many people with a scientific or technical background.
So we need a lot of help on issues like this. We are very fortunate
to have an outstanding scientist, a former college physics professor
in Dr. Vern Ehlers. I would like to call on Dr. Ehlers at this time.

Mr. EHLERS. Thank you, Mr. Chairman. I will be brief. We have
kept our witnesses waiting long enough.

When Administrator Garvey appeared before us for the first
time, I commented to her that no matter what her job assignments,
no matter how important issues were that came to her desk, she
should plan on spending one-third of her time on the Y2K problem.
We chatted briefly before the panel this morning. She informed me
that she in fact remembered the statement, but also had spent at
least that much time over the past year. That is rather comforting.

I think there are going to be more problems than we expect in
the FAA. There are going to be some surprises. But I do not envi-
sion planes falling from the sky or any of the other disaster sce-
narios that people have suggested. What we may find is that there
are some planes that are not flying. Ironically, it may be some of
the newer ones which have the greater computerization.
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But my concern at this point is shifting from the FAA to con-
cerns about the airlines operations, the internal computers on the
airplanes, the ground issues that Congresswoman Morella men-
tioned. You may be able to get to your destination on January 1,
2000, but your luggage might not make it if the baggage system
has not been made Y2K compliant. We tend to forget the mundane
in worrying about the safety issues. But the entire air transpor-
tation system is incredibly computer-dependent because it devel-
oped so much later than other transportation systems and is so to-
tally dependent on computers, that I think we have to be concerned
about every nook and cranny of the system and not just the FAA.

Thank you very much.

Mr. DUNCAN. Thank you very much. We have our friend Tom
Davis, who serves on both this committee and the Government Re-
form and Oversight Committee. Mr. Davis.

Mr. DAVIS OF VIRGINIA. I'll just be very brief. We have talked
this to death in other hearings, but I think particularly when you
start talking about air traffic and the like, it is not just getting
your systems, it is all the systems that you are talking to back and
forth, not just in this country, but across the world. So you need
plenty of time for testing these back and forth. We have got a great
expert panel today and I'll have a further statement included in
the record. Thank you.

Mr. DuNCAN. Thank you very much, Mr. Davis.

Our first witness is one of the finest men ever to serve in the
Congress, the Honorable William F. Clinger, Jr., former chairman
of the House Committee on Government Reform and Oversight.

Congressman Clinger, would you please stand and raise your
right hand and be sworn?

[Witness sworn.]

Mr. DUNCAN. You may begin your testimony.

TESTIMONY OF THE HON. WILLIAM F. CLINGER, JR., FORMER
CHAIRMAN, HOUSE COMMITTEE ON GOVERNMENT REFORM
AND OVERSIGHT

Mr. CLINGER. Thank you very, very much, Mr. Chairman. I want
to thank the entire panel for inviting me to appear before this au-
gust group, this ad hoc committee, and also to commend all of you
for the fact that it is an ad hoc committee. I think there is a rec-
ognition here that this is a problem that obviously crosses jurisdic-
tional bounds, and there is a need for this to be addressed as a
common problem for the Congress. So the fact that you have come
together in this ad hoc committee I think is terribly, terribly impor-
tant.

I know the work that is being done in this area. I know how
many hearings we had. I am particularly aware of Congressman
Horn because that was the subcommittee under my former chair-
manship. I know the many hours that he has dedicated to this
problem, and to draw attention to the fact that this is something
that we cannot afford to let go. We have got to move on it and we
have got to be ready on the 1st of January 2000.

I must say, Mr. Chairman, I feel very comfortable in this room.
This is a room in which I spent my entire congressional career as
a member of the Public Works and Transportation Committee,
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later the Transportation and Infrastructure Committee. As Mr.
Oberstar knows, we spent hours, days, years dealing with the
issues of the aviation industry. So I am delighted to be back with
him and with all of you.

I must say that whereas I feel very comfortable here and feel
very much among friends, I have some trepidation being on this
gide of the panel because the last time I appeared as a witness be-
fore the then Public Works and Transportation Committee, I was
serving as chief counsel for the Economic Development Administra-
tion under the Ford administration. I spent about 45 minutes get-
ting beat up on by Bella Abzug, who challenged the fact that the
Ford administration was going to cut the EDA budget. She was not
happy with that. So I came out of my last hearing as a witness
very bloodied by Ms. Abzug.

But I am here today as a private citizen and as a board member
of a newly created entity called the Aviation Safety Alliance, which
was an organization really organized by the aviation industry
through its trade association. It is a non-profit group consisting of
aviation professionals and unaffiliated but hopefully a knowledge-
able individual such as myself.

The alliance is really dedicated to advancing aviation safety and
public awareness of safety issues to produce hopefully a stronger
and safer aviation system, something I know is paramount with
this committee and with your ad hoc committee. Clearly of the
many, many critical and crucial issues before the industry and
therefore before the American traveling public, none, not one has
more far-reaching implications than those associated with the year
2000 problem.

Recognizing the very critical nature of the Y2K problem, as well
as the inter-dependency, and I think this is something that this
group makes the point, there is a tremendous inter-dependency
and commonality among airlines, Government agencies, airports,
suppliers, and affiliated aviation organizations. The aviation indus-
try established a collaborative program for assessing preparedness,
completing necessary remediation, and ensuring that the industry
will be Y2K compliant and safety operational by the year 2000.

There is no question, and the point has been made here this
morning, that much remains to be done. But I am pleased to have
this opportunity to appear here to applaud the aviation industry’s
significant progress and success. There have been many successes
thus far in moving toward that goal. That success in no small part
as again has been referenced here this morning, is the result of the
outstanding leadership that Administrator Garvey has brought to
the FAA’s Y2K program. Under her direction and with a commit-
ment to open and honest communication, the FAA has accelerated
from the rather woeful reports that you were hearing in this com-
mittee sometime back, the FAA has accelerated its testing and re-
mediation programs and made truly remarkable progress in mov-
ing hundreds of mission-critical systems toward Y2K compliance.

Among these systems, the host computer, which supports control
or displays at the Nation's 20 en route centers, underwent exhaus-
tive Y2K testing, and will be fully functional on January 1, 2000.
Current estimates suggest that the FAA will indeed, as has been
mentioned, reach their goal of 99 percent compliance by September
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1999. Equally admirable I think is the success of the airline indus-
try’s Y2K program in working with suppliers, airports, critical Gov-
ernment agencies to identify and when necessary, encourage appro-
priate solutions.

In 1997, the airline’s trade association, the Air Transport Asso-
ciation, established a dedicated Y2K program. The purpose of this
program was to support a comprehensive method to ensure air
travelers and shippers that their access to air transportation will
be safely maintained through all of the important Y2K deadlines.
Indeed, the president of ATA, Carol Hallett, is going to be before
tgs body in a later panel to discuss the industry’s approach to this
effort.

I understand and know that there have been real problems in
many sectors of our industrial complex in this country and that
have not made significant progress in this area. But I think that
thankfully, however, the safety of our transport system is going to
be ensured under the leadership of the dedicated aviation profes-
sionals in Government and the private sector. I believe very vehe-
mently that air travel will fly safely through 1999, through the
year 2000, and beyond. Indeed, commercial aviation can be held up
as an exemplar I think of how Y2K problems should be addressed.

I just want to take this opportunity, Mr. Chairman, I know my
time is expiring here, to emphasize the importance that informa-
tion sharing, cooperation and communication have played in help-
%the aviation industry approach their Y2K compliance goal.

ile the individual accomplishments of the airlines, Government
agencies, and airports, suppliers, and affiliated organizations are
themselves remarkable, the collaborative efforts of these organiza-
tions, working cooperatively and not competitively and not in any
sense adversarily has enabled them to pool their resources and
overcome incredible obstacles in unified pursuit of the goal that
once seemed unattainable.

There are challenges ahead, but the progress of the last 6
months has really demonstrated I think the aviation industry’s
continued commitment to safety and dedication to excellence. As
we chart our course for the next millennium, I feel confident that
we will continue to provide the safest and most reliable system of
transportation in the world.

I thank you, Mr. Chairman, for your indulgence and allowing me
to complete that statement.

Mr. DUNCAN. Well, thank you very much, Chairman Clinger. We
are goilx_1§ to make sure that you don’t leave here today bloodied.
Ordinarily we do not on our subcommittee ask questions of Mem-
bers because we have other chances to visit with each other and
also so we can get onto other panels. But I know that Mr. Oberstar
told me that For 14 years on three different subcommittees he
served as chairman and you served as his ranking member. He told
me that he does not think that you ever had a disagreement or a
cross word between you.

I would like to turn to Mr. Oberstar at this point for any com-
ments or questions that he might have.

Mr. OBERSTAR. Thank you very much, Mr. Chairman. Yes, in-
deed, we as I said spent times working so intensively, we spent
more time with each other than we did with our families. I do re-
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call that hearing with Bella Abzug. In fact my hearing is just a lit-
tle—I used to sit next to her on this subcommittee. My hearing is
a little deteriorated in my left ear. [Laughter.]

Mr. CLINGER. If I may, Mr. Oberstar, when I left the hearing, my
deputy left ahead—I left ahead of my deputy and he followed me
out. I said, “Well, how did you know where I went?” He said, “I just
followed the trail of blood.” [Laughter.]

Mr. OBERSTAR. Well, as you know in Congress we worked to-
gether to make EDA a better and more responsive program. The
committee has again reported out the EDA reauthorization bill that
you and I crafted, along with Don Clausen back in the 1970’s.

Mr. CLINGER. Maybe one day we’ll get it through.

Mr. OBERSTAR. Some day it will get enacted.

As we are making progress on all the aviation issues that you
and I together worked on, you said two words, collaborative efforts.
But it has appeared to me throughout the Y2K issue in aviation,
is that it is not so much a problem of hardware or software as it
is of management, of bringing together the people to manage the
issue. I know IBM called out of retirement two now 70 or 72 year
old computer programmers who were the only ones who understood
the code because they wrote it, and brought them back into work
to scratch their heads and collaborate with each other and with
others and to work out solutions.

As FAA has found, bringing together people to work, put aside
differences, concerns, pride of authorship, they have been able to
address these problems aggressively, and for the future, learn les-
sons about how to manage our vast dependence on these complex
systems. There is none more complex as you know, than aviation.
Far more complex than the space program. Manned space flight, in
comparison requires a handful of people and computers to aviation.
So I wish you continued success and endeavor in this arena and to
share with us the lessons that you have learned in the process of
examining this whole issue.

Mr. CLINGER. I think you make an interesting point too. In a
way, it is fortunate that the issue is being brought to a head as
soon as it is because some of the expertise that you have men-
tioned, the people who set this thing up, is being lost as they are
retiring or dying or moving on. So we were able to call back people
who have an institutional memory of what went on. Their expertise
and aid in helping to address the problem might be lost if this
thing were going to happen 10 years from now, for example.

Mr. OBERSTAR. Just one final thought. As you have looked at the
problem to where we are and probably taken the opportunity to
evaluate software being programmed for the future for the replace-
ment for host, the DSR, for Stars, for other components of the air
traﬁ.';c control system, do you see any repeat of the problems of the
past?

Mr. CLINGER. Hopefully we have learned from our mistakes. I
mean I think that there’s no question that there is an awareness
that we need to be absolutely sure that there is going to be a cohe-
sion within these systems, that they are really going to be able to
work together and work in a cooperative way. I really think there
is an awareness on the part of the people who are addressing this
problem that we can’t afford to—we have got to learn from our mis-
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takes and we cannot afford to have a comparable disaster such as
we have with the Y2K problem.

Mr. OBERSTAR. Thank you very much for your splendid work and
for your ever honest and open approach and high integrity on all
these issues.

Mr. CLINGER. Thank you.

Mr. DUNCAN. Chairman Clinger, I know you have been very busy
since you left the Congress. We appreciate your taking time out
from your schedule to be here with us this morning. Thank you for
all you do for us.

Mr. CLINGER. Thank you very much, Mr. Chairman.

Mr. Duncan. We'll go ahead now and call up what has been la-
beled as introduction panel. While they are coming forward, that
will be Mr. Bruce Webster and Mr. David Sullivan, we have been
joined by Mr. DeFazio. I would like to see if he has any opening
statement he wishes to make at this point. He has no opening
statement.

So we are pleased to have as our introduction panel two gentle-
men who will give us an overview of this entire issue, Mr. Bruce
Webster, the chief technology officer of the Object Systems Group.

Mr. DAVIS OF VIRGINIA. Mr. Chairman? Mr. Chairman?

Mr. DuNcaN. Yes. I was going to introduce you in just a minute,
Mr. Davis.

And Mr. David E. Sullivan, president and CEO of the ZONAR
Corp. I think that Mr. Davis wants to introduce formally Mr. Sulli-
van, and tell us something about him.

Mr. DAvis OF VIRGINIA. Thank you very much. In fact, I was ask-
ing Chairman Shuster, who just left here, and I said—Chairman
Shuster had hired Dr. Sullivan in his previous career, had hired
Dave Sullivan to work in the private sector and had talked to me
previously about some of Dave’s accomplishments. I said, “Well,
can I tell him that he is one of the smartest guys you have ever
met?” The chairman said, “Tell him he is the smartest guy I ever
met.” Then he came back and corrected me. He said, “Tom, you bet-
ter tell him he’s the smartest computer guy I ever met because I
did meet Edward Teller once, who was a Nobel Prize winner.” But
he comes with very, very high recommendations.

Dave Sullivan has really helped contribute to the year 2000 prob-
lem as a programmer in the 1960’s. It is appropriate that his com-
pany has come up with a very unique solution to the millennium
bug. He came to the Washington area in 1964 as a member of
RCA’s computer software development team. He was one of the
founders of C3, Inc., which has since been renamed Telos, where
he served as CEO in the early 1970’s. He has more than 35 years
of computer software development and management experience.
This is real hands on experience. He has a degree in electrical engi-
neering from the Massachusetts Institute of Technology, a master
of science in technology management from the University of Mary-
land. He is a member of the American Society of Information
Science, the Institute of Electric and Electronic Engineers, and the
Association for Computing Machinery.

He and his wife Maggie own ZONAR Corp., which is a software
development company which is based out in Oakton, VA. It was
founded in 1981. ZONAR has produced successful products for in-
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formation retrieval, real estate information management, and most
recently, the AccommoDate 2000 solution for the Y2K problem. He
came to me early. I know he has recognized the seriousness of the
Y2K problem and the potential for his approach to buy time until
more permanent fixes can be applied properly. When you are run-
ning up against the deadline and you don’t know what to do, 1
think he has some great ideas in terms of what you can do to get
you over the hump until you can get a permanent fixed solution,
no matter how complex the system.

I would also add that Dave has focused on the year 2000 problem
since 1996, when very few of us were aware of it. As a private pilot
with instrument and multi-engine ratings, he is particularly con-
cerned with the potential risks to aviation safety. It has often been
said that Dave Sullivan is ahead of his time, but I am very con-
fident that he can contribute to the understanding of the options
available to us before our time runs out.

Mr. DUNCAN. Thank you very much, Mr. Davis.

T}}11at is quite a billing, Mr. Sullivan. We're pleased to have you
with us.

I mentioned that Mr. Webster is the chief technology officer for
the Object Systems Group. I failed to mention that he is the co-
chair of the Washington D.C. Year 2000 Group.

We are pleased to have both of you with us. Mr. Webster, we’ll
begin with you, please.

I'm sorry. Would both of you please stand and raise your right
hands and be sworn?

[Witnesses sworn.]

Mr. DUNCAN. You may proceed.

TESTIMONY OF BRUCE F. WEBSTER, CHIEF TECHNICAL OFFI-
CER, OBJECT SYSTEMS GROUP, AND CO-CHAIR, WASHING-
TON D.C. YEAR 2000 GROUP; AND DAVID E. SULLIVAN, PRESI-
DENT AND CEO, ZONAR CORP.

Mr. WEBSTER. Mr. Chairman, Mr. Horn, Mrs. Morella, Ranking
Member Oberstar, other distinguished members of the committee,
it is honor to appear before you today representing not just myself,
but the 1,500 members of the Washington D.C. Year 2000 Group.

There are many countries in the world today where gasoline
costs $2 to $5 a gallon, where great factories run half-shifts, and
unemployment has crept into double digits, where intermittent
shortages of various consumer goods cause inflation, long lines, and
even government-imposed rationing, where the power system suf-
fers rolling brownouts, and the water in some cities is not safe to
drink without treatment, where martial law is imposed from time
to time in certain areas to help calm domestic unrest. Now imagine
that this is the United States 16 months from now.

The year 2000 crisis is distinct from any challenge that humanity
faced to date. We have spent the past 50 years constructing a com-
plex planet-wide network, technical, informational, economic,
logistical, social, and even political, that none of us can completely
comprehend or control. It has served us well, especially here in the
United States where its benefits have given us a strong economy.
But we have planted and left unchecked in it the seeds of disrup-
tion. These flaws may cause a million unpredictable overlapping er-
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rors big and small, disturbing the flow of information and affecting
that which it creates and moves, energy, water, food, freight, raw
and processed materials, people, money, and more information.

Let us be clear, the Y2K problem will not bring destruction and
death as a hurricane or a war. Let me state parenthetically I know
of no credible Y2K analyst who has ever suggested that planes
would fall out of the sky either. Nor will it in my opinion bring our
civilization to a halt, ushering in a post-apocalyptic world like that
found in science fiction or some survivalist literature. But that does
not mean it won’t be painful or serious.

It will be more than a bump in the road ahead or a brief hiccup
in a long economic boom. We must be careful not to reject all seri-
ous consequences because we reject the most severe and improb-
able. Wishful disbelief and blind optimism won’t shield us from the
very real and likely consequences of Y2K. Indeed, it could make
them worse.

The Cutter Consortium was asked by the International Finance
Corp. earlier this year to assess a specific list of global economic
sectors for potential impact by Y2K. They determined the following
to be vulnerable: Financial services, utility and power industries,
telecommunications, manufacturing, industrial and consumer serv-
ices, social services, including healthcare and education, food and
agribusiness, chemicals and petrochemicals, and hotels and tour-
ism. The consortium also singled out transportation as being vul-
nerable, even though they had not been asked specifically to evalu-
ate it.

In addition, they identified several smaller sectors tied to those
above and so also at risk, including mining, cement and construc-
tion, textile, timber, pulp, paper, motor vehicles and parts, oil refin-
ing, fertilizers and agricultural chemicals. Such sectors face Y2K
disruptions in multiple ways and on different levels. First are Y2K
problems in corporate information systems that support accounting,
administration, operations, business processes, workflow and exter-
nal communications. Next are potential Y2K problems in the phys-
ical facilities, buildings, equipment, plants, vehicles, including
planes and ships, sensors and so on.

Legal issues impact not just sharing of information, but actual
operations. Some firms and organizations may scale back or shut
down operations for a short period around the Y2K crossover to re-
duce liability. Beyond that are Y2K problems in the infrastructure
upon which these firms depend, telecom, utilities, external facilities
and services, not to mention timely delivery of raw materials, proc-
essed goods, equipment and supplies. Finally, even if a given firm
or sector is itself in good shape, it may still be impacted by Y2K
problems among suppliers, partners, customers, and Government
agencies.

When you consider the range of sectors vulnerable to Y2K, the
various ways and levels in which they can be affected, and the com-
plex global and interrelated nature of many of these sectors, you
begin to grasp why there are such concerns about the year 2000
problem. While it is good to remember that duration of most such
disruptions will be measured in days or possibly weeks, we need
also to remember that it only took a few weeks of work stoppage
at one supplier of one key part to cause General Motors to shut
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down its entire North American manufacturing system, lay off for
a while 200,000 workers, lose $1 to $2 billion, and all by itself im-
pact the U.S. economy.

With Y2K, we may face dozens of simultaneous scenarios like
that all interacting and intensifying one another, Add in possible
disruptions of transportation, infrastructure and social services,
and place it all on top of the weakened global economy. We may
face profound economic and social consequences. Because of that,
the year 2000 problem must be for the next 16 months the most
pressing issue for Congress and the administration.

1 would be happy to answer any questions you or the committee
might have.

Mr. DUNcAN. Thank you very much, Mr. Webster.

Mr. Sullivan.

Mr. SULLIVAN. Mr. Chairman and distinguished members of the
committee, thank you for giving me the opportunity to address you
today. At the outset, I must admit I am one of the programmers
who contributed to this year 2000 problem back in the 1960’s. But
I am also the inventor of a solution which offers hope for the fu-
ture.

I wrote my first computer program in 1962 as a student at MIT.
Because memory was limited and expensive, I used only two digits
to express the year. The computer industry has changed enor-
mously in the 36 years since then. Computer hardware has become
cheaper and more powerful, and the software programs that make
it work have grown larger and more complex. As a result, computer
grograms are now amongst the most complicated things ever built

y man.

Computer programs are never perfect, but they are at their worst
when they are new. It was a brand new state of the art baggage
handling program, for example, that shut down the Denver Airport
in 1995, and the new Hong Kong Airport more recently. As prob-
lems are discovered, almost always by experiencing failures, they
are corrected. Since software does not wear out, programs literally
improve with age.

As a world leader in information technology, the United States
has the largest collection of old, reliable, experienced and well-test-
ed programs. Their only problem is handling years after 1999. We
are now working to fix the year’s inventory of computer programs
before they begin to fail because of Y2K. Hundreds of billions of
lines of old reliable code will be changed into new improved and
untested code.

Industry experience shows that hundreds of millions of errors
will be made in this process. Not all of these errors will be repaired
before these programs must be put in service. There is neither the
time nor the technology to eliminate these errors through testing.
The year 2000 problem is unique. The deadline cannot be slipped,
and we have no fallback. When Denver and Hong Kong had prob-
lems with their new airport baggage handling system, they were
able to use the old airports until they straightened them out. In the
year 2000, the old programs won’t be available when the new pro-
grams have problems. We really need a year 2000 solution that will
let us keep running those old reliable experienced and well-tested
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programs for a little longer. Fortunately such a solution is avail-
able by looking at the problem in a different way.

The programs aren’t broken. The problem is with the data. Rath-
er than changing programs to handle future years, we can change
the years instead. By changing computer years to ones they were
designed to handle, like the 1960’s, 1970’s, and 1980’s, we can post-
pone year 2000 until our computers are ready to handle it. This ap-
proach may be unconventional and temporary, but it works. It even
works when the program source code is missing or is obsolete. We
have shown that we can use well-tested programs without modi-
fication merely by changing the year. By using the older calendar,
we no longer have to worry about Y2K.

We used a method just like this during the gasoline shortage of
1973. Prices rose over $1, but gas pumps couldn’t go above 99 cents
per gallon. Did we stop selling gas until we could rebuild millions
of gas pumps to handle the higher price? No. Instead we set the
price per gallon to half the real price. We filled our tanks normally,
then paid double the amount on the pump. By changing the data,
the price per gallon, we got through the crisis and were able to re-
place the pumps as new ones became available.

Organizations around the world have already used this time shift
approach to protect computers against the Y2K problem. The De-
partment of Treasury used our AccomoDate 2000 product to protect
an application against Y2K in record time and without requiring
programming changes in its pilot test last fall. The time shift solu-
tion is not complicated or expensive. Typical Y2K projects using
this approach are completed in a fraction of the time and cost of
changing the programs.

So why isn't everyone using it? Because it’s not the conventional
way of fixing computer programs. If this were any other situation,
we could afford to wait and let society get used to this idea. But
these are not ordinary times. Many of my colleagues are concerned
that we cannot achieve reliable solutions to this problem in the re-
maining time. We fear that optimism that characterizes new soft-
ware projects will mask the ongoing erosion of our complex infor-
mation systems infrastructure. We are worried that even a very
small number of failures when they occur at the same time may
trigger nationwide or worldwide chain reactions. A policy that
merely seeks to do the best with what we have is not adequate. We
must establish a minimum level of reliable systems operation as
our goal. This must include all of the systems, Government and
non-government, foreign and domestic, upon which we depend. We
must then use our maximum energies and ingenuity to achieve it.

The time to apply pragmatic solutions to assure continued oper-
ation of our computer software infrastructure is long overdue for
the year 2000 problem. I thank you again for giving me this oppor-
tunity, and will be happy to answer any questions the committee
may have.

Mr. DUNCAN. Thank you very much, Mr. Sullivan. I am going to
}glo first to Congresswoman Morella for questions that she might

ave.

Mrs. MORELLA. Mr. Sullivan, I am fascinated by your background
and by the program that you are offering. I just wonder if Grace
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Hopper, where she is, is probably looking down saying either
“Right on” or “We have got to try again.”

I would like to ask Mr. Webster what he thinks of Mr. Sullivan’s
approach.

Mr. WEBSTER. Based on a 5 minute discussion, I don’t have a
basis to analyze it. On the other hand, there have been a number
of solutions, such as this proposed for Y2K. They are necessary but
not sufficient. That is, they can be used in specific circumstances,
usually as a temporary stopgap measure. They do nothing to ad-
dress the embedded systems problem, and there are often internal
calculations or issues that such efforts likewise do not address.

Mrs. MORELLA. That is something I would like to ask you, Mr.
Sullivan, what about the embedded chips problem? One you just
don’t address?

Mr. SuLLivaN. I think what we found is that this particular ap-
proach does the least damage. I think our philosophy has been as
older programmers, and I think perhaps Grace Hopper and other
programmers of my era, Ed Jordan, are the ones that are con-
cerned because I think we understand the realities of some of that
code and what it really looks like inside.

So that if can first do no harm, that is, if we can find a way to
have these programs continue to operate without change, from our
perspective it makes sense to do tﬁat to encapsulate them and let
them continue to run.

Perhaps 35 to 80 percent of program modules are amenable to
this approach, so that while it doesn’t handle 100 percent of the
cases, it can reduce the scope of the effort required, at least in the
next 18 months, to a fraction of what it is currently.

This can also work in some cases for embedded systems. I think
the FAA has already announced that it’s been rescued in its old air
traffic control computers because essentially the date subtracts 75
from the year. That is, the year inside those computers is zero for
75 and one for 76 and so on. So in fact, that technique has already
been used in the past.

So I would suggest only that this be used where it can be and
that the benefits of being able to protect systems without any other
activity and without doing it harm, without destabilizing them, re-
duce the scope of the effort for the remaining programs.

Mrs. MORELLA. Does that system require a testing period too?

Mr. SULLIVAN. Absolutely. In fact, I think that the key difference
is that if you can protect the system, if you start out saying that
the system is a black box that performs a certain function, if we
are able to continue to provide that function based on, for example,
1972 instead of 2000, and then we can test that as we would had
we tested a remediated system and if it passes a test, then we have
achieved our objective, which is, we protected it and we can con-
tinue to operate.

So our approach basically is to do as little as is necessary to cre-
ate a system we believe will work, and then test it as thoroughly
as we can. The testing that we would subject our systems to is the
same as would be subjected, tested for other systems that have
been remediated. The difference is that we haven’t done anything
to insert errors in the process. The current statistics seem to be
about 1,500 errors per million lines of code that go through a Y2K
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project are generated. Of course that creates millions of errors that
have to then be debugged back out again.

Mrs. MORELLA. Do we tend to, with your system, do we tend to
rely too much on it and take the time away from the permanent
solution? Is that a concern?

Mr. SULLIVAN. We are not suggesting that in fact anyone aban-
don anything that they are doing currently. This approach can be
done in parallel and we suggest in fact that it ought to be done as
quickly as possible as a contingency approach.

In many cases, there are replacement systems already in the
wings. Those are the ones that will be compliant and will provide
the ongoing functionality. What we are talking about here is being
able to protect the old systems without modification, test them to
assure that if they are needed, they can continue to operate beyond
the year 2000.

Mrs. MORELLA. When we have subsequent panels I am going to
kind of ask them or hope that within their statements they might
also comment on your plan.

Just one final question to both of you. There are legislative pro-
posals in Congress which would allow companies to exchange infor-
mation on the Y2K efforts without liability concerns. I just won-
dered, do you support these bills?

Mr. WEBSTER. Generally speaking, yes. The fundamental prob-
lem I see with them is that given the nature, litigations nature of
our business climate, a company will not share information unless
it is sure that it is A, safe, and B, beneficial. The legislation seeks
to address the safety issue assuming that the law is not somehow
overturned or loopholes found. But it does not directly address the
beneficial issue. The natural tendency of business, absent an obvi-
ous benefit, is often to do nothing, particularly given what they
have to focus on to get accomplished.

Mrs. MORELLA. Mr. Sullivan, would you like to comment?

Mr. SuLLIVAN. I would agree that—I think the problem is more
that we don’t have an adequate base of information in some of
these cases about old programs, about how they operate. You see
a reluctance among many vendors to certify their products as Y2K
compliant, merely because they don’t know whether or not they are
compliant and they have no economic reason to take the heat or
the liability for claiming compliance if there is not a new market
or they can't sell an upgrade.

So whether it has a practical effect, it’s hard to tell, but I think
it is certainly a step in the right direction.

Mrs. MORELLA. I know my time has expired, Mr. Chairman.

Mr. DUNCAN. Thank you very much.

Mr. DeFazio.

Mr. DEFAzI0. Thank you, Mr. Chairman.

Mr. Sullivan, I am not particularly literate in this area, but I
have asked a number of people intimately involved with computers
about your solution over the last year. I mean I just said why
couldn’t we just set the date back. Like I recently saw a cartoon
that showed they finally solved the Y2K problem. It was welcome
to 1900. They had people in wagons and that.

But how would this—and I can understand where with an agen-
cy like the FAA or with NOAA or people where the data is sort of
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incidental to the critical operations. I mean air traffic safety hap-
pens every day. It doesn’t really matter what date it is. I can un-
derstand where this would work there, but how could this work in
agencies that have to do compound interest calculations, Treasury,
or how can it work in Social Security, where your benefits are de-
pendent upon your year of birth. You would have to then build in
another correction for computing the year of birth, and say add 28
years to this person’s age or something like that. Would you not?
I mean it could become fairly complicated in agencies like that.

Mr. SuLLIVAN. Yes. The key to this working of course is that all
the dates that are computed upon then are changed in the same
manner,

We have a benefit in the calendar and the happenstance that
year 2000 is a leap year, unlike 1900 or 2100, that allows us to
look at the calendar and determine that in fact 1970 is identical
in the full calendar to 1998. 1971 is identical to 1999, and 1972 is
identical to 2000. So if the programs worked correctly for 1972, the
first day of the week, the second Monday, first Tuesday, and so on,
then those computations will be correct for 2000. That is not the
case for 1900. If they try to compute correctly for 1900, that is the
wrong computation for 2000.

So generally people who have applied this technique have started
with the idea that they would use a 28 year shift or a multiple of
28 to provide a range of years so they can compute from 1928 to
2027 using 00 to 99 to represent those years, and that the com-
putations by the program would be identical.

Now starting with this basic point, generally again we have 75
to 80 percent of the programs that go ahead and compute based on
1972 instead of what the real year is for 2000, and perform the cor-
rect computations. The kind of software we provide and other peo-
ple have also provided, there are other products that do this, auto-
matically transform the years from 1998 to 1970 as data flows into
the programs, and automatically transfers the results back from
1998 back to 00. So yes, that software has to be put in place, but
this is additive software, relatively simple, and does not destabilize
these old programs that may have missing source code, written in
the machine code, as Mr. Shuster indicated some 20 or 30 years
ago.

So the key is that if we can continue to use these programs with-
out modification, that limits what we have to retest, that limits the
failures we may have to worry about after the fact. Again, I am
suggesting this is a very pragmatic approach. It doesn’t involve no
work. It certainly involves work, but typically about a tenth of the
work for major remediation project. It is inherently a much safer,
by not again, destabilizing these programs.

I would suggest again, after our test in Treasury, that the pro-
grammers who saw that then came forward and said, well, let’s try
it on this system. This one is a bag of worms. I know this one is
terrible. The last time I looked at it, and so on. That the program-
mers often know how bad some of these systems truly are. So when
they are suggesting that in fact this would be an excellent ap-
proach to those programs, I think it makes some sense to have
management take a look at it.
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Mr. DEFAzIO. OK. So basically then we over layer a new program
that provides the correction for birthdate and all those other sorts
of computations that Social Security would have to make, for in-
stance?

Mr. SULLIVAN. In the case of dates, there’s a second problem
that’s often confused with the Y2K problem. That is because people
are living longer, because our information is spanning a longer
range, we have a problem just being able to store more than 100
years worth of information. So it’s not really a Y2K problem. If
someone is born in 1897, that is already a problem now because it’s
more than 100 years. So that is a two digit year problem.

The Y2K problem is if it were not for this specific year of 99 and
00, we could continue to operate. So those are really separate prob-
lems. The Social Security problem and the aging of our information
base and our citizenry is something that has to be solved some
other way.

Mr. DEFAZIO. I realize that, but I meant just for routine, your
routine retirees who are not yet of the triple digit age, but if we
go back to 1972, then if the system is saying it’s 1972 then that
person doesn’t become eligible for benefits until 1995. Then you
have to build in a correction for that.

Mr. SULLIVAN. Yes. The data would all be shifted. That is, we
would essentially re-encode the dates. Instead of 00 meaning 1900,
00 would now mean 1928. So we would have to do that one time
in order to have consistent dates for the programs. But once having
done that, then they can continue to operate without other modi-
fications.

Mr. DEFAz10o. OK. All right. Thank you. Thank you, Mr. Chair-
man.

Mr. DUNCAN. Thank you, Mr. DeFazio.

Chairman Horn.

Mr. HORN. Thank you very much, Mr. Chairman.

Gentlemen, I have been impressed by your testimony. Mr. Sulli-
van, I note that you did work for the Treasury in the Financial
Management Service. One of the problems that has concerned us
is the fact that the Social Security Administration is, of course,
ahead of everybody else. They started in 1989. They are about 93
percent done. They issue checks every month, about 43 million of
them, based on their tapes, which are correct. But they don’t cut
the check. The agency for which you work, the Financial Manage-
ment Service cuts the check.

Now was there any testing of Social Security tapes with your sys-
tem and the checks that Financial Management Service would cut
as a result? And how did that work?

Mr. SULLIVAN. The specific system that we worked on was called
Check Issue Audit, which essentially is a reconciliation program for
all of the Department of Treasury, all of the U.S. accounts. It at-
tempts to balance those accounts on a monthly basis going back
about 12 years.

Because that was a system that they could actually identify and
put their arms around, that was the one that was used for this par-
ticular pilot. So this did not actually handle issuing of checks, but
rather did the balancing of the accounts subsequently.
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Mr. HORN. In other words, these accounts were internal to the
Department of the Treasury?

Mr. SULLIVAN. That is correct.

Mr. HORN. They weren’t any of their customers that they have
on the outside?

Mr. SuLLivAaN. That’s correct.

Mr. HORN. We graded them down because they couldn't handle
the Social Security checks. Do you know any progress that’s being
made down there? They keep assuring me they will guarantee
those checks will be written, but I havent seen the evidence yet.

Mr. SULLIVAN. No. We have still been relegated to the contin-
gency basically. We still have too much time is the short answer.
Generally what we see are people saying well, this doesn’t sound
like a good way of doing things. We would much prefer to change
the programs if we can. So let’s take a few more months and see
if we can make it. If we can make it in time, then we won’t have
to use this.

My suggestion again in the testimony was that I think we are
at a point where we really need to take the most pragmatic ap-
proach. If we can nail down these things and know that they will
function after January 1, 2000, I think we should do it in the most
expeditious manner possible. But they are still waiting to see if
they can make it the hard way.

Mr. HoRrN. Is your system used by other Government depart-
ments at this point?

Mr. SULLIVAN. It is not currently used by other Government de-
partments. We have got proposals and tests going on in a number
of agencies, but is not currently in use.

This approach generally has been used by insurance companies,
companies in France and England. We looked at Raytheon in their
New England facility has used this approach exclusively to do their
remediation. So it has been used a number of places, but not typi-
cally within the Government.

Mr. HorN. Has the General Services Administration or Mr.
Koskir}’en’s Conversion Council ever called on you to see what you
can do?

Mr. SULLIVAN. They have not. It has been very difficult getting
past the paradigm shift that you don’t have to change programs.
Just because you can doesn’t necessarily make it the best thing to
do. So there are a few of us that are still trying to convey this mes-
sage, but it has not been adopted.

Most of the tools that are now involved in Y2K are tools that
were left over from the old days that do program remediation. So
it was a natural thing to just rename the tool to 2000 and then sell
it as a Y2K tool. But there are very few that were actually devel-
oped specifically for this problem. They have a tough way to make
it in the marketplace right now.

Mr. HoRN. I yield to my colleague here. Do you have a question?

Mrs. MORELLA. I didn’t realize I would have another chance to
ask. But I was discussing this with staff. I understand that your
proposal, Mr, Sullivan, the solution has buffers so that when some-
one enters data into the computer, the correct date is entered. The
buffer changes the date to what year?
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Mr. SULLIVAN. To a year typically 28 years earlier than that
year. So if they enter 1998, it would change it to 1970.

Mrs. MORELLA. So the computer thinks it is operating in the
1970’s?

Mr. SULLIVAN. The data it is operating upon looks like it is data
from the 1970’s, yes.

Mrs. MORELLA. And any data the computer outputs goes through
another buffer to correct the date. Is that right?

Mr. SULLIVAN. Correct.

Mrs. MORELLA. Is this making it kind of a cumbersome situation?

Mr. SULLIVAN. Well, it certainly is adding a level of software or
a level of program that didn’t exist before. But we are looking at
this as a firewall. Among the things that the same layer of soft-
ware can do is protect those same applications from other types of
bad data.

So what we are suggesting is by putting a firewall around these
old applications, we can provide them clean and protected data. We
protect them from themselves by shifting the date and time, but we
can protect them from the outside world by actually confirming
that the inputs they get are correct. So this is really a way of pro-
tecting these old programs. This approach has been taken as we
moveg into object technology. I think Mr. Webster can talk about
creating objects out of these old Legacy systems. That has been
going on for some time. It is the same basic approach.

Mrs. MoORELLA. Has ITAA given any approval to the approach?

Mr. SuLLIVAN. They have not. They primarily are certifying proc-
esses and tools. Again, this is outside the scope of the kinds of
things that they have up to this point been able to certify.

Mrs. MORELLA. Have you seen any problem with that, the date
September 9, 1999?

Mr. SuLLIVAN. I know there is a possibility that there is a prob-
lem with that date. I think it is more likely, there is a Julian date
that is used in the same manner which is 99999. That is the day
portion of the Julian date 9-99, means an infinite expiration date.
I think some of this 9-9-99 is a little unlikely. On the other hand,
one never knows what a programmer might do. That is the whole
point of our approach, is when in doubt if we can create a safe en-
vironment and then test it to confirm that it in fact is safe, then
that is perhaps better than trying to figure out what some arcane
programmer did in his youth.

Mrs. MORELLA. 1 don’t know how anyone could feel that this is
not a very kind of exciting provocative issue. Thank you very much.
Thank you, Mr. Horn.

Mr. DuncaN. Thank you. Before I yield to Mr. Kucinich, Mr.
Webster, my curiosity is getting the better of me. What do you
think about Mr. Sullivan’s proposed solution? Both of you have re-
ferred to it as temporary, but do you think this problem can be
solved that simply?

Mr. WEBSTER. It's not—again, Mr. Sullivan has done well to
characterize this as a contingency plan for specific software that is
sufficiently independent that this can be used. This approach would
break any software that, for example, makes reference to hard
coded dates within it, such as if you had a code built in that says
ok, if this is after 1965, then do this, if it’s before 1965 then do
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that. Any software that has that kind of code in it, trust me there's
plenty like that out there, would break.

Beyond that, it is in essence another form, certain external form
of what’s called windowing. You are simply shifting 100 year win-
dow by a certain amount. The question is if you have programs
that have any dates that are going prior to 1928, again, you would
have a problem. It could not handle dates such as that. It doesn’t
address operating systems. It doesn’t address a lot of the utilities.
It doesn’t address again, as I said, embedded systems.

It is a solution I have certainly seen discussed out there before.
The clue or the key is to use it as contingency planning, to use it
where it can be used, how it can be used, but it ultimately solves
no problems. It gets us by, which again, as Mr. Sullivan says, may
be what we have to do.

Mr. DUNCAN. What do you say, Mr. Sullivan, to what Mr. Web-
ster just said?

Mr. SULLIVAN. I agree with him entirely, that there are specific
things that could be done in programs that make them not ame-
nable to this approach. My only suggestion is that if in fact it
works with very little effort and very little risk in 50 percent, 60
percent, 75 percent of the programs, I suggest it’s time to start ap-
plying it to those percentages. I think it would be reasonable to ask
someone why they haven’t applied this or haven’t looked at apply-
ing it.

I think everyone has a perception that they looked at this a year
ago or 2 years ago, they had discussions about it. I have seen on
the Y2K Internet discussion groups someone saying my boss just
asked me about this technique. Now why won’t it work again? Peo-
ple are asking why it won't work. I think they should really ask
if it will work and if it works and it can be effective and save costs
and time and risk, why aren’t we using it.

Mr. DUNCAN. I have some other questions, but I am going to go
to Mr. Kucinich.

Mr. KUcCINICH. Thank you very much, Mr. Chairman. First of all,
I want to welcome the witnesses and thank you for your testimony.
I think that all of us appreciate people who come up with ideas
here to try to help us solve this problem. There are many different
ways of looking at it. You know there’s an old saying about neces-
sity being the mother of invention. We are reaching, I believe, a
point of synergy, where some of the best minds have come together
to try to find some solutions that are workable.

Mr. Sullivan, I would be particularly interested in what are the
implications for those people who will have solved for their indus-
tries the Y2K problem and when we get to the year 2000 how
would they exchange data with somebody whose computers are still
in the year 1972.

Mr. SULLIVAN. Well, in general the interfaces for these systems
are all remaining as they were in the past. The interfaces typically
are still in real dates, if you will. But I would suggest to you if you
look at the internal formats for dates, including dates that are ex-
changed in transaction tapes and so on, often it’s hard to tell what
those dates are. I mean once they are converted back by a program
that displays it as a 98, then you understand that it’s 98. But in-
ternally, data is represented however the program designers and
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system designers choose to represent it. The representation for a
date in Oracle is not the same as a date in DB2, even for the same
date.

So I suggest that in general, the interfaces are established.
There’s bilateral or multilateral agreement on the formats and the
content. And then based on that, that’s how we proceed.

Mr. KUCINICH. In a perfect world, it’s nice to imagine symmetry
in design. So thank you.

Now, Mr. Webster, in your written statement you make a ref-
erence to martial law. Is that a colloquial reference or is that a pre-
monitory reference?

Mr. WEBSTER. It's actually a situation I can see. Again, I could
go through that opening paragraph and—

Mr. KUCINICH. I know. What do you think?

Mr. WEBSTER. What do [ think? I think it is possible that we
could well have a situation in one or two cities where we have
riots, much as we have had in years past due to either breakdowns
in services, breakdown in utilities, failure of social services and so
on, and that the National Guard needs to be called in. It’s not
something I see nationwide. It is something I see on an isolated
basis, much as I have indicated here.

Mr. KucINICH. But if we have Mr. Sullivan’s program, we won’t
have riots. Right?

Mr. WEBSTER. Well, the problem, you know you hear talk about
how Y2K isn’t a technical problem, it’s a management problem,
which it is, a big management problem. Beyond that, it is a human
problem. The fundamental challenge we have in information tech-
nology is that it involves a lot of decisions made often at cross pur-
poses. As Ranking Member Oberstar quoted me from the National
Journal, saying that we produce a lot of crummy software and
there’s a lot of road blocks to getting stuff done on time.

There are failures that will occur regardless of Mr. Sullivan’s so-
lution, because either people won't apply it, it won’t be appropriate,
or there won't be time remaining.

Mr. KucINICH. OK. Are you working with your group? Do you
have people in the aviation industry working with your group?

Mr. WEBSTER. We do have people who attend, both from the Air
Transport Association, from American Airlines and some of the oth-
ers.

Mr. KUCINICH. Can you describe how they are developing their
contingency plans?

Mr. WEBSTER. No, I can’t. I haven’t talked with them. The group
we have, the WDC Y2K group meets monthly to bring people. We
usually have 300 or so people attend to have presentations on var-
ious subjects. I do know from one talk I have had with someone
representing a major airline that they are very confident on how
they are doing, but said that other airlines are calling upon them
now to help because the other ones, some of these other ones are
not as far along. That is the extent to my knowledge and it’s hear-
say.

Mr. KucCINICH. Can you describe some of the impacts that the
Y2K P’roblem in aviation will have on members of the D.C. Y2K
group?
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Mr. WEBSTER. I'm sorry. I'm not sure I fully understand the
question.

Mr. KuciNiCH. Can you describe some of the impacts that Y2K
will have on aviation?

Mr. WEBSTER. On aviation? If you go back to the second page to
talk about the disruption. The first corporate information systems
you have issues of simply running the corporation, of ticketing, of
scheduling and so on. The airplanes 1 think are, Boeing, Airbus
and so on are very good at checking out their airplanes.

The legal issue may be a key issue, as has been referenced I be-
lieve by Mrs. Morella, that if there is any question about safety,
if there is any question, well about safety, I think you will see a
voluntary and indeed mandated restriction on the amount of flying
because they don’t want the liability in case things happen.

Mr. KuciNICH. I want to thank the gentleman. I want to thank
the Chair as well and just make this observation if I may.

I think it is important for the witnesses to bring us information
as it relates to the aviation industry. That is why we are here. I
would also say that in all of these forums that we have had, which
Mr. Horn as the chairman of my subcommittee has been kind
enough to arrange and I know Mrs. Morella and others have
worked to proceed in a way that has been dedicated and respon-
sible. I would just caution all witnesses about making statements
that would predict things like riots because while we certainly have
to prepare contingency plans for any contingency, I don’t think we
want to create a climate of fear in this country about what might
happen. It is our job in working with the private sector, because
this is certainly one area where the public sector and the private
sector have to work together, to make sure that we address this as
best as we can. Certainly we are all concerned about areas such as
aviation, utilities and such, but we want to be careful about how
far we go with making predictions about dire consequences, be-
cause the public is very concerned. I want to make sure that we
provide assurances that every effort is being made to try to address
the concerns which the public has.

Thank you, Mr. Chairman.

Mr. DuNcaN. All right. Thank you very much, Mr. Kucinich.

Dr. Ehlers.

Mr. EHLERS. Thank you, Mr. Chairman. A couple questions for
Mr. Sullivan. I am just trying to understand some of the details of
your approach and your product.

You are saying it is basically a contingency approach that organi-
zations, institutions should have this program available if they flip
the switch on the year 2000, I'm sorry, dont flip the switch, the
time changes and the program doesn’t work, they put your package
into operation and the program works until they identify the prob-
lem. Is that a correct understanding? You are not advocating this
as a permanent solution.

Mr. SULLIVAN. No. I am not advocating it as a permanent solu-
tion. In general, any programs that have year 2000 problems in
them, there was some expectation somewhere that they would have
been replaced by now. I am just really indicating that in many
cases these same systems will be in fact replaced in the normal
course of business, as the gas pumps were replaced with ones that
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could read credit cards and so on. So that if we can buy time, it
may only be a few months, a few years, and keep those old reliable
programs running for a little longer, I think we can deal with this
issue in the normal course of our business.

So I am not suggesting this be a permanent approach, but rather
where it works, because it is benign, because it does no harm, be-
cause it doesn’t destabilize our old programs often which are un-
known and undocumented, then it ought to be applied to be able
to continue to run those modules that it works for for a little
longer.

Mr. EHLERS. OK. But the code will have to be rewritten anyway,
and the sooner the better.

Mr. SuLLIvAN. Well, not necessarily. In some cases, and again,
we know of two systems in Treasury that the replacement system
has already been in the works for some time. It just is overdue.
And that there is no intent to actually remediate or retain these
programs that are being modified any longer than when the new
system is available.

Mr. EHLERS. All right. I also find many organizations using this
as a marvelous excuse to get new systems, which is perhaps not
all bad.

One just detail. In the dim recesses of my mind, I remember that
every 400 years we have to add a leap day to our calendar. I be-
lieve this is the century we do it. I presume it's January 1 or some-
thing. I don’t know what we would call it. Yes, January 1, 2001,
which is the start of the new century. Is that correct? Does this
change your program?

Mr. SuLLIVAN. Well, no. What is really true about the leap year,
the calendar, is that—

Mr. EHLERS. Leap day, not leap year.

Mr. SULLIVAN. Well, it’s a leap day, but it's a leap day in a leap
year. The rule for centuries is that centuries are not normally leap
years. 1900 was not a leap year, even though it’s divisible by four,
1900 was not, 1800 was not, 1700 was not, nor will 2100 be. But
once in a lifetime opportunity, 2000 is in fact a leap year, which
makes it the same as 1972. So in fact, the technique I described
v;lon’t work again in 2100. We'll need to do something else before
then.

Mr. EHLERS. No. I am not talking about years divisible by four.
I am saying every 400 years there is an extra leap day because we
don’t have exactly 365.25 days per year average, so we have this
extra adjustment.

Mr. SULLIVAN. Well, sir, the adjustment is in the other direction.
The century is normally not a leap year.

Mr. EHLERS. Oh I see.

Mr. SULLIVAN. Even though divisible by four. But 2000 is our
once in a 400 year opportunity where we do have a February 29
in 2000. We did not have February 29 in 1900.

Mr. EHLERS. OK. Thank you.

Thank you, Mr. Chairman.

Mr. DUNcAN. Thank you very much.

Mr. Davis.

Mr. Davis OF VIRGINIA. Thank you very much. I don’t want to
make predictions on what will happen if things don’t work, but I
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know this. If people don’t get their paychecks, if planes aren’t tak-
ing off, if they take off,if they can’t land, if the electricity doesn’t
work or there’s sporadic blackouts, if the ATMs don’t operate prop-
erly, if telephones don’t work, if the traffic signals go out at rush
hour, I dont want to predict what people will do, but I know if
there are early primaries, I wouldn’t want to be on the ballot as
an incumbent at that time.

These are huge issues. No one knows exactly what is going to
happen. We will be doing some tests, but there is nothing like the
real test, which is what happens of course on New Years Day, and
particularly the transportation system. Unlike some of the other
areas, transportation can be life or death. That is why I think that
the chairman is holding this hearing and we are trying to get some
of your comments and predictions. I wouldn't want to hazard a
guess, but I don’t think it will be very pleasant for anybody in-
volved in the process. All we can do at the congressional level is
really hold hearings and try to hold the executive branch account-
able to create a dialog between State and local governments and
the private sector and make sure that the public is aware of this
so that when they buy products, they will find their Y2K compli-
ance, the microchips and the like.

So let me ask you, Mrs. Morella asked you about the microchip
situation. But really there’s not much you can do with a defective
microchip that’s not Y2K compliant except replace that product or
chip, is there?

Mr. SULLIVAN. Again, my feeling is that this idea of lying to the
chip about the time or the date, if it works, it may be effective in
some of these other types of products as well, again as a holding
action. That in many cases they don’t care too much about the cal-
endar and it may be just setting them back by a year or 2 years.

Let’s take your VCR. Obviously instead of having to rush right
out and buy a new VCR, which is not a life and death issue, if it
doesn’t work for the year 2000, you could go ahead and set it to
an earlier year and get by and it would do its programming and
all the things it would need to do by the day of the week perfectly
fine, even though it says it’s the wrong year.

So again, I am suggesting when we get to the point of prag-
matism, this approach may in fact work for some of these embed-
ded systems as well. We need to clearly document these. We need
to schedule them for ultimate replacement. But if it’s as a holding
action, if it works and works effectively and can be tested, I again
suggest it is time for us to look at that as a viable way of dealing
with these things in the short term.

Mr. DAviS OF VIRGINIA. Would you both agree that the inter-
dependence of an airline system and our partners and suppliers,
both foreign and domestic, that make the aviation industry so com-
plex, a real complex network and web, make the Y2K issue not
only difficult to address, but make it likely that certain Y2K prob-
lems just aren’t going to be fixed before the year 2000? And that
in point of fact, when this issue comes, we are going to be dealing
with problems maybe no one had thought of and dealing with them
kind of case by case and ad hoc.

Mr. WEBSTER. Given my experience in software engineering, I
would have to say yes. The truth about information technology, it's
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not only more complex than we understand, it's more complex than
we can understand. We tend only to see where these complex inter-
connections are as problems flush them out. A case in point. When
the Galaxy 4 satellite decided to go drifting off earlier this year,
most people weren't surprised that they lost pager service of it, but
a lot of people were surprised that they couldn’t buy gasoline at
certain gas stations that were using it. I'm sure NPR was surprised
it suddenly lost its feed to a lot of its affiliates. Hospitals, in par-
ticular, were put into trouble because suddenly they were dealing
with doctors and nurses who couldn't be reached via pagers.

So you have sort of in order consequences that ripples through.
There are things that become exposed only as the failures occur.
Given the sheer volume of information technology on all the var-
ious levels that have been touched upon today, it is doubtful that
we could literally track down and find all the Y2K bugs and fix
them. QOur best bet, ] mean my personal opinion is January 1,
2000, will be a bit anti-climatic because I think we’ll be all
hunkered down. It won’'t be business as usual. We'll all sort of be
holding our breath and taking precautions and deal with it. But we
will not have things fixed in time, no.

Mr. SuLLIVAN. I agree. There’s no way that we will not have
problems. Software is not an exact science. I have been doing it for
35 years. I don’t know anyone who has been doing it anywhere
close to that amount of time that thinks it’s an exact science. So
when people say no sweat, we've taken care of it, it’s all finished,
we'll be done by tomorrow, September 1 or October 1, it is very
easy in this business to say we’re done with remediation by declar-
ing ourselves done. Then we could be done with uni-test just by
saying well, whatever we don’t find in uni-test, we’ll pick up in sys-
tems test. Then we could take a product like Windows and put it
on the market with 5,000 known bugs saying well, we'll get around
to those later with fixes and remediations later.

So that you know, it’s easy to push these problems downstream,
put things into production. I suggest in aviation that is very dan-
gerous. I am concerned that we have certification for pilots, certifi-
cation for mechanics, but no certification for the programmers that
are currently working on these systems.

Mr. DAvIS OF VIRGINIA. Thank you. I think my time is up. Thank
you.

Mr. DUNCAN. I want to apologize to Ms. Norton. I should have
gone to her first going from party to party. I overlooked you, Ms.
Norton, and I very seldom do that, and I apologize.

Ms. NORTON. Thank you, Mr. Chairman. Thank you so much.
That’s perfectly understandable.

I arrived late for which I apologize. Perhaps the matter I raise
was earlier addressed. I don’t so much fear riots as I do fear other
events, perhaps more serious. As I see this problem, the metaphor
of a cobweb occurs to me. I am interested in matters not under our
control. Suppose that the Federal Government, for once, did every-
thing right, did all the necessary testing, and in fact, Mr. Sullivan
got where you said we can’t possibly get, done, finished. Let’s go
onto the next challenge. Suppose someone else’s system fails. Some-
one else is either negligent or didn’t get it right or didn’t start in
time or some other reason, the system just isn’t up to where our
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perfect system is. Is there anyway to guard against such failures,
the failures of others?

May I also ask what is the worst case scenario that is reasonable
to expect, not what is the worst case scenario. I think we under-
stand that the end of the world may be the worst case scenario.
But all things considered from what you now know about what is
happening in the universe at large, considering that we are linked
into people across the face of the Earth, I ask also what is the
worst you think could happen. But I ask first, is there any way to
guard against the failures of others to ensure ourselves in some
way against those failures?

Mr. SULLIVAN. I think that it probably is necessary for anyone
who has their own problems under control or the perception of
that, that they then look at this exact issue of the interfaces. We
have for a long time trusted interchange of information because
again, these systems have been built up over a long period of time
and we have come to expect that they will function correctly. What
we are doing now in interchange is kind of as we developed our
own languages, it worked and so we have been doing it.

I think among the things that need to be done are very specific
interface tests or interface controls to make sure that transactions
from the outside will not contain elements, erroneous elements that
would cause our own failures. All that means is that we at least
won't put ourselves down if we get bad data from someone else.
But I think that’s certainly necessary to do that kind of thing.
Again that’s the characteristic of the solution that I suggest.

As to the worst case scenario, I think Bruce is probably better
prepared to answer that. But I did see an internal briefing memo
in Gardner Group where they tried to put the Y2K problem into
perspective. They started out with a nuclear disaster killing off 80
percent of the species. Then they had a meteor hit would be 50 per-
cent of the species. They assured us that Y2K will not result in the
elimination of more than 1 percent of the species. That was their
number.

Ms. NORTON. I am trying to get the worst case scenario that is
reasonable to expect rather than everybody’s speculation about how
the world could come to an end and the planet will be blown away.

Mr. WEBSTER. Sure. Addressing your first question, what you are
discussing is contingency planning. I spent 9 months setting up
contingency planning for a Fortune 50 corporation on Y2K. The
issue is you say how can we survive and be stable in the absence
of continued functioning of certain or key partners. You in essence
have to develop a set of scenarios, and more important than that
is set up priorities and principles by which to decide how will we
judge, what will we do if certain events happen, and how will we
deal with that.

Worst case scenario, if we have the leadership and effort that I
think we can and should have in this country, I think we can prob-
ably handle most of the worst case situations here. I think the rea-
sonable worst case scenario is probably a significant economic
downturn, possibly a full recession, due primarily to lack of Y2K
remediation in the rest of the world.

That means interruptions in all of the various inexpensive im-
ports that we bring into the country currently, including oil, includ-
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ing consumer goods, disruptions in the air travel possibly to other
countries that aren’t handling it. There may be other benefits to
the United States. The United States may be seen as a safe haven
for money, so you may see a big financial transfer from foreign
markets into the U.S. markets. The problem is there are enough
unknowns between now and then, it’s hard to say here’s what we'll
cut off.

Ms. NORTON. Thank you very much.

Mr. DuNcaN. Thank you, Ms. Norton.

I am a little curious, Mr. Webster, you mentioned that you think
on January 1, 2000, we'll be hunkering down, taking a deep breath,
trying to come up with or determine what precautions we should
take or something to that effect. Do either of you have a guess-
timate as to how long the serious parts of these problems might
continue? Will business be pretty much back to normal by January
2 or February 2 or will we be feeling the serious repercussions from
this problem for a year or two or more?

Mr. WEBSTER. The answer is sort of all of the above. The organi-
zations that have taken the time, be they Federal agencies or cor-
porations, that have done the work will probably be able to bring
themselves up and be stable by sometime I would guess the end
of the first week of January. But it may take longer, based on who
their partners are and what has to be done.

Embedded systems problems, you know, first we have to say
problems are not going to all hit on January 1. We are going to
have problems leading up there, and we are going to have problems
that are going to be showing up for days and weeks and in some
cases months afterwards, particularly in embedded systems, where
things continue fine for a certain period of time and then the errors
or problems become visible one way or the other.

I think the overall disruption will be, you know, that the most
intense disruption will probably be for a week or so. As I said, I
think by the time we get to the end of next year, we are going to
be so sick of hearing about Y2K. It's going to be sort of El Nino
squared. That people will say ok, you know, let’s just wait. Let’s
just not do things. Let’s see what happens. That alone will reduce
the impact. This is not going to hit us unaware. We are going to
be totally aware for it, totally prepared. My feeling is what is key
is leadership, because what we need is social cohesion. That will
mitigate more than any other single factor, social cohesion and
leadership will mitigate the impacts of whatever Y2K events do
occur.

Mr. SULLIVAN. I agree with Bruce. My disappointment is in no
one from the administration standing up and saying we have an
objective. I mean we are trying to achieve this level of performance.
We are trying to have this happen. What I see instead is we are
going to try to utilize our resources well. We are going to try to do
the best we can. That is, the process is being managed. But I
haven't seen the goal. I haven’t seen the objective that here is what
we are going to try to achieve. Because we are going to start seeing
these Y2K failure stories. The press will not pass up a good airline
crash. The press is not going to pass up these failures. Those are
going to concern people and they are going to be worried, as they



45

are when they read about an airline crash. Are they going to get
on an airplane.

So you are going to see that same phenomena begin in 1999. If
they can't get their confidence from somewhere that everything
that's computerized is at risk, that is going to cause quite a bit of
disarray in the social fabric. Regardless of what the technical prob-
lems are and how they may be resolved, this trust we have right
now, this kind of implied trust that technology will work, is going
to be eliminated big time starting next year.

Mr. KUCINICH. Would the chairman yield?

Mr. DuNcaN. Yes. Mr. Kucinich.

Mr. KuCINICH. You know, I just want to state for the record that
there has been several hearings with various Government agencies
that have shown that people have set target dates to meet perform-
ance levels, compliance levels, and I think that it’s important to
recognize that and not to let enter into the record unchallenged
these broad sweeping statements that would imply that the Gov-
ernment hasn’t done anything, because that is just not true. You
know, we're getting a little bit fast and loose here right now.

Mr. Chairman, I have been in many of these hearings, both in
the district as well as here in Washington. I appreciate the fact
that people come forward to testify. But these witnesses aren’t
plenipotentiaries. I mean they are just people that are dealing in
this business. It’s good to have you here. But we have to realize
that the source of the testimony represents a narrow view of a cer-
tain part of an industry and not suddenly the spokespersons for the
entire world on this.

I mean you have to forgive me, gentlemen, but let’s put this in
perspective. You know, we are going to hear from Ms. Garvey. I am
looking forward even more now to hear from Ms. Garvey, because
I want to hear something that’s really happening as opposed to
speculation.

Mr. DUNCAN. Mr. Sullivan, you mentioned the press and you
mentioned the press can't pass up a good crash. When we have
held hearings in the Aviation Subcommittee about plane crashes,
we have been loaded with cameras. In fact, many of our hearings
on even other subjects have had cameras present, from the Presi-
dent, from various networks and so forth and C-SPAN. Yet I notice
today nobody is here. I just wondered, do you gentlemen think that
there is—and yet I seem to have read a lot of publicity about this.
Do you think there’s a great deal of public awareness or do you
think that most of the public is not really alert about the problems
in this regard? What do you gentlemen think about that?

Mr. WEBSTER. The only poll I have actually seen on it indicates
that about two-thirds of the American public does not have much
awareness on the Y2K. As far as the media coverage itself, it fol-
lows I think a classic hype anti-hype cycle. You have a story that
says, you know, the world is going to end. Then you have a story
that says the world is not going to end. The result of the two ex-
tremes, which is what most people are exposed to, is they either
gelcome desensitized to the problem or the press simply loses credi-

ility.

As I said in my opening statement, the extreme positions are not
either feasible or the ones that we need to promulgate. The fact is,
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I think we will have serious problems that we have not had ad-
dressed. Again, I will say I have made assertions concerning the
state of Government agencies, but I will assert that we have had
a profound lack of leadership from the administration on this sub-
ject. In the absence of visible leadership, any information from any
source will fill the vacuum.

Mr. DUNCAN. Well, now what are you talking about specifically
there when you say lack of leadership? What do you think that the
administration should be doing, for instance?

Mr. WEBSTER. Well, I thought President Clinton gave an out-
standing speech to the National Academy of Sciences. It was good.
It was concise. It was relevant. He touched on all the good points.
It was done in the morning. It was not televised. I dare say 99 per-
cent of the population of the United States never saw it. That
should have been, in my opinion, done on prime time television. It
should have been part of his State of the Union address back in
January. This is not a new problem. The problem has been known
for decades. The Federal Government has known about it for years,
has been working on it for years. But it is in the absence of saying
basically then I am—well, I won't state my party affiliation, but it’s
in the minority here.

The President emphasizes education, social security, and rightly
so. This will have a far greater impact on the social well-being of
this country than either of those issues over the next 2 years. It
should get at least equal weighting in my opinion.

Mr. DUNCAN. Mr. Webster, since everything is so tied in or so
based on utilities and on power and so forth, how likely is it, do
you think it is that we would have a disruption in our utilities?

Mr. WEBSTER. I was being fairly optimistic until I attended the
opening hearing of the Senate Committee on Y2K in which Senator
Bennett announced that they have surveyed 10 of the largest
power companies in the United States and 8 of which said they
were still in the assessment phase. For those of us who work on
Y2K, that’s a big red flag. If you are a corporation or organization
of sufficient size, you should have been done with assessment last
year, not in the summer of 1998.

Again, I think the power grid as a whole will survive. I think you
may see rolling brownouts, as I mentioned, in certain areas of the
country.

Mr. DUNCAN. All right. Well, gentlemen, thank you very much.
We need to move onto our next panel. You have both been out-
standing witnesses and we certainly appreciate your being here
with us. Thank you very much.

We'll call up the next panel at this time. That is the Honorable
Jane F. Garvey, who is Administrator for the Federal Aviation Ad-
ministration, and Brigadier General Retired John J. Kelly, Jr., who
is assistant administrator for Weather Services of the National
Oceanic and Atmospheric Administration.

I would like to ask first for both of you to please stand and raise
your right hands and be sworn.

[Witnesses sworn.]

Mr. DUNCAN. You may be seated.

Administrator Garvey, you may begin your statement. Thank you
very much for being here with us.
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TESTIMONY OF JANE F. GARVEY, ADMINISTRATOR, FEDERAL
AVIATION ADMINISTRATION; AND BRIGADERE GENERAL
(RETIRED) JOHN J. KELLY, JR., ASSISTANT ADMINISTRATOR
FOR WEATHER SERVICES, NATIONAL OCEANIC AND ATMOS-
PHERIC ADMINISTRATION

Ms. GARVEY. Thank you very much. Good morning, Mr. Chair-
man, Chairwoman Morella, Mr. Oberstar, and members of the com-
mittee. I appreciate very much the opportunity to appear before
you this morning to discuss the FAA activities with respect to the
year 2000. I have already submitted my formal written testimony
and I would like to ask that it be made part of the record.

Mr. DUNCAN. It will be made a part of the full record.

Ms. GARVEY. Thank you. This morning I would like to offer a few
comments to talk about where we are at the FAA, what we have
done, and what we are doing to solve this problem, both within the
agency and within the aviation industry. Mr. Chairman and mem-
bers of the committee, I have made the Y2K issue a top priority.
As some of you have mentloned we have created an agency-wide
program office at the FAA which reports directly to me. We have
closed significant gap in OMB'’s Federal Y2K compliance schedule,
and continue to move steadily toward resolving this issue within
the agency.

Our teams in the field have already assessed every system in the
FAA, not just the mission-critical systems. We are now well into
our renovation phase, where we actually make modifications to the
systems that need them. By the time of the next OMB quarterly
report, the FAA is scheduled to complete renovation of 99 percent
of all required systems. Those systems will be subject to independ-
ent validation and verification, both by an outside contractor and
reviewed by the department’s inspector general.

I do want to mention the two systems that won’'t be done. They
are not part of the air traffic control system. They actually are
computers which process pilot records and aircraft records. They
will be renovated in the November/December timeframe. We saved
$2 million by waiting until that timeframe. We talked with OMB
and they are in agreement with that.

We are then on schedule to have the majority of our systems
compliant within the OMB'’s deadline of March 31, 1999. All of our
systems will be fully compliant by the end of June 1999. We con-
tinue to evaluate our schedule to see if we can pull additional sys-
tems into the March 31 timeframe.

We have overcome many obstacles to get where we are today. I
am proud of the work that we do, but I also know that we face
many challenges in the months ahead. One of the challenges is
working with our partners in industry to identify other areas with-
in the aviation system that require a solution. I would like to high-
light some of the activities that we have undertaken at the FAA
to address those industry-wide concerns.

First of all, along with ATA, the FAA conducted and sponsored
an industry day in June of this year. We have another one sched-
uled for late October. Our goals in these forums are threefold. First
of all to assess the situation. Second, to identify solutions. Third,
to avoid duplication. The industry days bring together key stake-
holders from all sections of the industry. They have been very well
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attended. Over 120 were at the June Industry Day. I think it’s fair
to say that we all felt that it was extraordinarily beneficial.

We have also communicated with manufacturers of critical air-
port systems, stressing the need for their products to be Y2K com-
plaint, and asking that pertinent information be sent to the af-
fected airports and the FAA. We have also distributed and devel-
oped a comprehensive airport systems list, distributed that to over
5,000 public airports to help them identify and correct Y2K issues.

In these outreach activities, we have learned that some airports,
particularly the smaller airports, are having difficulty with Y2K
compliance because they lack the resources to conduct the assess-
ments of their existing facilities. In an effort to aid those airports,
we are proposing an amendment to the FAA reauthorization bill
now pending, which would provide authority during fiscal year
1999 only, by the way, for airports to use their AIP program enti-
tlement grants or State apportionment funds to assess all of their
facilities. We think this will help particularly the smaller airports.

On the international front, we have a great deal going on. We
have a project planned that was completed in April. We have a di-
rector of the international office. That project plan lays out a very
clear blueprint for coordination with our international partners. We
are working very closely with the International Civil Aviation Or-
ganization [ICAO] to raise awareness of Y2K issues in the inter-
national community. We have assigned a fulltime employee to work
with ICAO in Montreal to offer guidance in support in any way
that we can.

Last week at the September session of the ICAO assembly in
Montreal, I had the pleasure of introducing two Y2K resolutions on
behalf of the United States. The first resolution urges that each
ICAO member State provide Y2K status in the form of a notice to
airmen no later than July 1, 1999. The second resolution will re-
quire ICAO to develop and publish for use by its member States
an international assessment criteria for each State, so that’s in-
cluding the United States so that we can all use it to assess the
progress made by the individual countries. I am happy to say that
both resolutions were very well received.

Mr. Chairman, while I am pleased with the progress that the
FAA has made in solving our Y2K problems, we recognize that this
is a unique situation and it is a deadline that some, as you have
suggested this morning, will not move. We appreciate the oversight
and the support that Congress has provided. We think that’s been
instrumental in encouraging all of us to work collaboratively to as-
sure a smooth transition into the year 2000.

Let me say I feel much better than I did last February when I
appeared before both of these committees. But I have to say, I am
not over confident and I won’t be until January 2, 2000.

Thank you very much for the opportunity to address these three
committees and I would be happy to answer any questions that you
may have.

Mr. DUNCAN. Well, thank you very much for being with us.

General Kelly, you may begin your statement.

General KELLY. Mr. Chairman, Chairwoman Morella, Mr. Ober-
star, members of the committee, it’s a pleasure to be here today to
testify on the subject of year 2000 testing and compliance at the
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National Weather Service and our relationships with the aviation
and general public communities. I have submitted written testi-
mony and would request that it be made a part of the record.

The National Weather Service, in conjunction with other Na-
tional Oceanic and Atmospheric Administration agencies and the
Department of Commerce Information Technology groups has been
working since 1996 to ensure all our systems are Y2K compliant
so there is no disruption of operations when the millennium date
change occurs.

A point to remember regarding actual weather data is that it,
unlike data using other sectors of the economy, the date and year
do not affect it. The reason for that is all weather data is character-
ized by a six digit code. The first two digits represent the day of
the month, and the last four digits characterize the hour of the
day. So while the actual weather data is and of itself not a problem
as we convert from 1999 to the year 2000, the data is produced and
the data is communicated using automated information systems. So
we are in the process of assessing all National Weather Service
computer base systems, applications software, system software,
hardware, communications, and non-information processing sys-
tems in accordance with the U.S. Government’s Y2K compliance
standards and requirements.

All our systems, both mission and non-mission critical have ei-
ther been certified or are in the process of being certified as Y2K
compliant. We plan to have all Y2K related fixes fully implemented
at all National Weather Service sites by the end of March 1999,

National Weather Service operations are complex and wide-
spread, which makes Y2K compliance of particular importance. Na-
tional Weather Service has over 170 communication interfaces with
other Federal Government agencies, the private sector, research in-
stitutions, and other nations. These interfaces involve the receipt
and transmission of thousands of observations every hour, which
are input to our complex mathematical numerical weather pre-
diction models.

Aviation operations at all U.S. airports are dependent on these
hourly and special surface weather observations, as well as the air-
port terminal forecasts we produce. In addition, we receive similar
data for foreign airports which are in turn transmitted to the FAA
and domestic airlines to support their flight operations planning.
On the average, we receive, transmit, and process over 50 billion
characters of weather data every day.

This complex and vast array of users, interfaces, and data dis-
tribution mechanisms poses some external risks that must also be
addressed. As with other organizations that are heavily dependent
upon the national communication infrastructure, there is some risk
to our operations if the telephone companies we rely on are not
Y2K compliant. There is some uncertainty regarding the receipt of
international weather data. As part of the overall contingency plan-
ning we are doing, we are assessing these potential risks so that
reasonable contingencies are in place to ensure that continued flow
of weather data.

In addition, we continue to pursue the President’s fiscal year
1999 budget request for $4.9 million to procure and install a class
VIII supercomputer at our National Centers for Environmental
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Prediction. This upgrade will provide a Y2K compliant system and
provide us the computing capacity to improve weather prediction
modeling and increase the accuracy of our aviation products and
our severe weather products.

To make certain our Y2K certification is valid and integrated,
end-to-end test will be conducted in February 1999 over a 3 day pe-
riod to demonstrate that our Y2K certification is valid. The testing
has been developed in consultation with and will be done in con-
junction with domestic and international partners like the FAA,
the U.S. Air Force, and the private sector.

Our planning and testing are designed to ensure we can continue
operations during the Y2K date change with no interruption of
services.

Thank you for the opportunity to testify, Mr. Chairman. I would
be happy to answer any questions you may have.

Mr. DUNcAN. Thank you very much, General Kelly. I am going
to go first for questions on this panel to Chairman Steve Horn.

Mr. HorN. Thank you, Mr. Chairman. I appreciate the oppor-
tunity to question these witnesses. They are key people in terms
of what is going to happen within the executive branch.

Let me start with Ms. Garvey. You stated that the next quarterly
report the FAA's mission-critical systems will be 99 percent ren-
ovated. What percent will be renovated by tomorrow, September
30th, which was OMB’s deadline for renovation completion?

Ms. GARVEY. Mr. Chairman, we will have 99 percent renovated
tomorrow. What we are going to need the additional 2 weeks for
is to make sure we get that independent validation, both by our
outside contractor and the IG. They have done a great deal of it
to date, but we want to be able, when we report to OMB, to also
have the benefit of that independent validation. So we’ll have them
all renovated tomorrow with our own validation, but we’ll use that
little additional time to get the independent validation from the IG,
who has been by the way, extraordinarily helpful to us through this
process.

Mr. HorN. Now your validation groups, I take, it are team 4 and
team 57 And could you tell us what those teams are?

Ms. GARVEY. We actually have three types of validation going on.
First of all, when a line of business does its work, it does its own
validation. That then is moved into the program office, the Y2K
program office, at which time we get the outside contractor, whom
we’ve had on board since last spring. They do an independent, a
quick evaluation. That then moves to the IG who does another
evaluation. It goes back to the outside contractor after that for an
intense in-depth validation. So we think it's a good insurance, belt
and suspenders approach.

Mr. HorN. The validation approach within the FAA as I gather
moves much more rapidly than the inspector general’s validation.

Ms. GARVEY. Well, I would never suggest that the inspector gen-
eral is not anything but timely.

Mr. HorN. I take it though the inspector general does take more
time. Now what’s the difference between the internal and the in-
spector general?

Ms. GARVEY. Well, I think there are actually two reasons. One
is that the inspector general has a little bit fewer resources on this
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than we have. We have the benefit of having people both in the
field and within headquarters who are available to us, and of
course I think the resources is one point. I think that is really the
main reason.

But I have to say we are working very closely. The turnaround
time has been very good.

Mr. HORN. When do you think both groups will report, the 4 and
5 team would report in what, a couple of weeks?

Ms. GARVEY. We expect to have it as part of the formal submis-
sion for OMB, which is October 15th. People are literally working
around the clock to get it done.

Mr. HORN. So that will be done for the October 15th quarterly
report?

Ms. GARVEY. That is correct. But again, we did meet the Septem-
ber 30 deadline for 99 percent.

Mr. HORN. How about the inspector general’s report? When will
that come in?

Ms. GARVEY. I would have to get back to you, Mr. Chairman, on
when that will be, but we’ll get a date for you on that.

Mr. HorN. Do you still believe that after validation by both of
these groups that it will still be 99 percent mission-critical systems
renovation as of September 30th or are you dubious on some of
that?

Ms. GARVEY. We believe it will be, Mr. Chairman. To date, the
work that we have done has been very positive. We have not uncov-
ered any unusual problems or any real difficulties. So we remain
comfortably confident, but not overly confident.

Mr. HORN. As I understand it by the staff and GAO, every time
the FAA reports the status of the systems, your baseline numbers
seem to change. Now my staff, the GAO, even the inspector general
have expressed concern about the baseline numbers that are
changing all the time. So let me ask you. Does this mean FAA still
does not have an accurate assessment of how many systems need
to be fixed and what type of strategy is going to be used to fix these
systems?

Ms. GARVEY. We have had some changes as we have moved
through the process as we learn more about the systems and make
determinations about whether or not something is in fact mission
critical. So we have had some changes, fewer more recently though
as we have gotten more comfortable with the process.

But I would also add that we meet every other week with the IG
and with our colleagues from the Department of Transportation. So
any change that comes along is again checked with them and
talked through to make sure that we're making the right decision.
So I think everyone is feeling much more confident and much more
comfortable about the process.

I have to say even as we move forward, there may be still some
slight changes as we learn more about the process.

Mr. HorN. Well, thinking of the October 15th deadline for the
quarterly report, when can we expect to see a stable baseline of the
number of systems that are currently compliant, being repaired, or
being replaced?
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Ms. GARVEY. That will be included in the OMB reporting system
of October 15th. We'll be using the numbers that have been again,
verified and checked by the IG.

Mr. HORN. Well, thank you. I wish you well.

Ms. GARVEY. Thank you, Mr. Chairman.

Mr. HORN. 1 yield back the balance of my time, Mr. Chairman.

Mr. DuncaN. Thank you very much.

Mr. Oberstar.

Mr. OBERSTAR. Thank you, Mr. Chairman.

Ms. GARVEY. Good morning.

Mr. OBERSTAR. Administrator Garvey, good morning. It's always
a delight to have you with us in this committee. General Kelly, con-
gratulations to you on the splendid job the Weather Service does.
Your resources are being tried heavily, taxed heavily in these days
of hurricane activity.

General KELLY. It’s been busy.

Mr. OBERSTAR. We admire the skill and professionalism of your
staff.

General KELLY. Thank you.

Mr. OBERSTAR. I track the Weather Service. I am really a weath-
er junkie, and stay up late at night to watch.

The heart of the en route system is a host computer system.
There are 23 million movements a year managed by our ARTCC.
The host microcode examination was completed the end of June as
I recall in briefings with your staff, that there were two 70 year
old retired IBM computer programmers who did extensive testing
and created a patch that actually works.

The host does not count by calendar. It counts by binary clock
that runs every 37 years. That current binary clock will run out in
the year 2006. The host, if all plans for the DSR work according
to the waterfall of your programming, will be replaced by then. Is
that correct?

Ms. GARVEY. That is correct, Mr. Oberstar. In fact, we hope to
have it replaced by 2000. The last drop date is October 2000. But
we are, as you suggested, we are proceeding with renovation just
}n case we don’t get some of those actually replaced in that time-
rame.

Mr. OBERSTAR. Meanwhile this patch will actually cover the—

Ms. GARVEY. That is correct.

Mr. OBERSTAR. Would you not describe it here, but submit for the
record the patch, how it works and what it does? I don’t think we
need to have a long technical discussion on that, but if Ray Long
could submit that for us.

Ms. GARVEY. We'll do that, Congressman, yes.

Mr. OBERSTAR. I know he knows it well because he described it
for me, and I just don’t remember it.

Ms. GARVEY. I'll have him describe it for me too now. Thank you.

Mr. OBERSTAR. The other systems, for example, Stars, is now in
the works and to be online next year this time?

Ms. GARVEY. That is correct.

Mr. OBERSTAR. It has already corrected the question that you are
dealing with here. We will not face a Y2K problem with Stars. Is
that correct?
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Ms. GARVEY. We certainly don’t expect any. In March 1997, the
FAA issued a policy calling for all the new equipment to be Y2K
compliant. We of course require the contractor to do extensive test-
ing that we need to validate before we accept the equipment. Be-
fore we accept any of that new equipment, it will be tested in our
tech center for Y2K compliance. But that is part of the newer con-
tracts that we have with the FAA.

Mr. OBERSTAR. The principal problem with the host system is the
code embedded in the hardware that tells it how to turn on, cool-
ing, and maintenance systems, it is not computer software or hard-
ware that actually controls traffic, and that should this patch not
work I understand, that it can actually be turned on manually
every 2 months?

Ms. GARVEY. That is correct.

Mr. OBERSTAR. To ensure that this system hits the thermal con-
duction module. You probably can’t see this here, but Ray Long
provided me with this very intriguing design of the isometric view
of thermo conduction module.

If it doesn’t turn on, the system overheats and shuts down, and
that shuts down all air traffic operations. It isn't actually control-
ling the air traffic itself, but if—

Ms. GARVEY. That’s exactly right.

Mr. OBERSTAR. The heating, cooling system within.

Ms. GARVEY. The heating cooling system, yes.

Mr. OBERSTAR. These things aren’t brain surgery, but they are
complex.

The Association of Airport Executives sent out to its members a
survey of Y2K problems and asked its members to report back. Are
you familiar with their reporting and what they have heard back
from airport members?

Ms. GARVEY. We are familiar, and I know you are going to hear
from Carol Hallett later, but I do want to say publicly how extraor-
dinarily helpful they have been as well as AAAE and ACI in work-
ing with the airports.

I think the progress to date is varied. Some airports are doing
very, very well, as you would expect. Others are having some dif-
ficulty. I think the assessment is really the first step. We have had
a team that’s been working with ATA and many of the other asso-
ciations since June, meeting regularly to look at the airports, to
take advantage of those assessments and to determine where we
need to perhaps provide some additional technical help. So the
progress to date I think is varied at the airports. I think it is going
to be very important, as we move into that October Industry Day
to really focus even more attention on some of those issues. That
is why we think that language for the reauthorization could be
very helpful to some of the smaller airports.

Mr. OBERSTAR. There are not only the FAA air traffic control sys-
tem, airlines have internal concerns. There’s 182 computers on
board the B-777. All those have to be validated. Aircraft manufac-
turers, suppliers, repair stations, the international community,
computer reservation systems, travel agents, power and tele-
communication networks, all of those either interact with or sup-
port aviation services. Is your staff continuing to monitor the
progress made in all these other related areas of aviation activity?
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Ms. GARVEY. Very much so, Congressman. Again, I think as we
have gotten our house more in order, we are focusing even more
on some of our external partners.

As | mentioned, internationally we had the opportunity to intro-
duce two resolutions last week. Those are being discussed by the
technical committees this week.

Mr. OBERSTAR. I was going to ask you about your session at
ICAOQ. You proposed two initiatives.

Ms. GARVEY. That’s correct.

Mr. OBERSTAR. What has been the response so far from the inter-
national community?

Ms. GARVEY. The response was really quite positive. I had an op-
portunity to address the 145 countries that were assembled there.
We really found some very strong support, for they are being dis-
cussed by the technical committees this week. But we are not an-
ticipating any difficulties.

I do have to say that the issue of sort of full public disclosure,
which is really part of what we are asking for, is for some countries
difficult, and yet there was such a recognition that this is a global
issue and one of such critical importance that I think the countries
were much more willing to embrace this than they may otherwise
have been. So I was very encouraged by the response that we re-
ceived.

Mr. OBERSTAR. You asked for a NOTAM on public assurance of
validated safety of their system through year 2000?

Ms. GARVEY. That is exactly right. First the criteria to be estab-
lished by ICAO. That criteria would be established in January.
Then beyond that, by July 1999, a notice to airmen, or what’s
called a NOTAM in the international community, a notice that
would indicate exactly where each country was in relationship to
those criteria.

Mr. OBERSTAR. Now the four steps of addressing this issue have
been the awareness, the assessment, the renovation, which you will
have at FAA completed to your satisfaction by tomorrow. Then the
validation phase, and final implementation. Excuse me, five.

Ms. GARVEY. That’s right.

Mr. OBERSTAR. The implementation. You have already had out-
side contractors doing assessment and renovation and validation.
Where does this next step go now? Who else has to be involved in
validation?

Ms. GARVEY. The independent validation is of the renovation
work, but we will keep that contractor on board as we move into
the testing phase so that we again have outside validation of the
work that we're doing.

Again, in addition, the inspector general has a very strong com-
mitment to this issue as well, and will be working with us as we
do the testing and as we move forward into the testing phase. So
we're getting a lot of good expertise and outside advice and counsel,
botllll from within Government and from outside Government as
well.

I met yesterday with GAO to talk about some of the issues that
they have raised as well.

Mr. OBERSTAR. OK. Well, there are a number of other questions
that I would like to explore with you, but I think I have been stay-
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ing in touch with Ray Long regularly on this matter. He's been
most cooperative.

Ms. GARVEY. Thank you very much, Congressman.

Mr. OBERSTAR. And informative as well. So I just want to com-
pliment you on the leadership that you have demonstrated in
bringing people together, the collaborative effort that’s taken place
within FAA and with outside groups, and the progress that has
been made to date.

Ms. GARVEY. Thank you. Thank you very much, sir.

Mr. DUNCAN. Thank you very much, Mr. Oberstar.

Chairwoman Morella.

Mrs. MORELLA. Thanks, Mr. Chairman.

Ms. Garvey, you know how I feel about the work that you have
done. I think you've done yoewoman’s work. I commend you for it.
There are still big tasks ahead of us and I think you have done
yoeman’s work, General Kelly. You know that too.

But I wanted to pick up on one of the questions that Mr. Ober-
star mentioned in terms of the ICAO. What, I mean I know the res-
olutions were submitted, the resolutions were well received, they
obviously haven’t been adopted yet because I guess that goes
through a time sequence?

Ms. GARVEY. This is the week that the technical committees are
taking it up.

Mrs. MORELLA. Okay. Do you have authority to suspend flights
to certain countries if you are not assured that their systems are
Y2K compliant?

Ms. GARVEY. If safety is an issue, Congresswoman, we do have
that authority. The issue of safety is so critical and so paramount.
We obviously and of course would not want that to happen. Obvi-
ously the economic issues surrounding that are something we
would like to avoid. But in the case of safety, that is our para-
mount concern. That is our greatest interest.

Mrs. MORELLA. How do you measure that in advance?

Ms. GARVEY. We are really going to—we have been talking a lot
about that internally, about how we will come to those decisions.
I think mid-year of this next year it is going to be very important
for us as we'’re looking at many of those issues surrounding it.

Just to make a couple of comments on that though. There are
several steps of course before you would get to that point. The first
question is, is there another backup? If there’s a system that is not
Y2K compliant, is there a backup system. Sometimes there is and
sometimes that will work. If it is not, is there something that can
be done manually. If it’s the processing of flight data, for example,
can it be done manually. That would be the next step.

The final step was there’s no backup, if you can’t do it manually,
if there’s nothing else you can do, then you really do look at the
issue of if this is a system that is related to the safe movement of
aircraft, then you may have to take that step or we may have to
take that step. Not one we would take lightly, but one we are going
to be monitoring very carefully. I think the international commu-
nities know that we would not hesitate if we felt safety was com-
promised.

Mrs. MORELLA. So you will be streamlining that system for that
kind of evaluation too.
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Ms. GARVEY. Exactly.

Mrs. MORELLA. 1t is critically important.

In terms of FAA’s Y2K role in the oversight of the aviation in-
dustry, are you concerned about the fact that you have to rely on
the aviation industry for their own self assessment with regard to
their compliance?

Ms. GARVEY. Well, let me mention two or three points. One is
that of course 1 think the cooperation to date has been extraor-
dinary. Everybody wants this to succeed, so that there has been I
think a real coming together of the community around this issue.
So I think there’s a lot of sort of self motivation on this, which is
always important.

In terms of manufacturers, for example, we are also building into
our inspectors just regular surveillance, the Y2K compliance issue,
so that we have a way to check against, for example, a manufactur-
er’s own self assessment. So we have a way to check which I think
is very, very important.

So I think I am comfortable with the position we’re in now. 1
think it’s one that where we have a number of steps that we can
take, and we have a number of contingencies that we can rely on,
andhwe have an industry that is very willing to solve the problem
with us.

Mrs. MORELLA. So you are saying in your answer then, Ms. Gar-
vey, you do have a process?

Ms. GARVEY. We do have a process. With airports as well, by the
way, because 139, there’s some very specific having to do with the
air side safety issues, where it’s very clear that we have a real re-
sponsibility and have the ability to leverage some of the authority
that we have.

l\grs. MORELLA. And you are coordinating with other agencies
too?

Ms. GARVEY. We are coordinating both with ATA, for example,
and also with individual airports and with the airport organiza-
tions like AAAE and ACI. So we have a lot of good coordination
going on in that area.

Mrs. MORELLA. Of course the smaller airports is a major area of
concern for us.

Ms. GARVEY. Absolutely. And one that I know both the airlines
themselves, as well as the airport groups are very concerned about
and working very hard.

We, by the way, are going to have a team of about five to six
FAA computer specialists that will be made available to some of
the smaller airports to help them and work those issues through,
which I think will be helpful as well.

Mrs. MORELLA. Good. Thank you.

In terms of time, I just have to thank General Kelly a question.
I don't want him to think that we’re ignoring him at all. I wonder
about your partnership with external customers to assure the unin-
terrupted exchange of data into the year 2000. I just wondered
have all of the data exchange interfaces been assessed?

General KELLY. We have assessed our interfaces. Part of the rea-
son we want to do early next year our end-to-end test is in fact to
see if our assessment is correct and if our external users assess-
ment is in fact correct. That is, when we send them the data, do
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they get it, and can they use it? So we have been working with pri-

vate sectors, a number of private meteorology companies, the FAA,

the Air Force, to take a look at the interfaces that we have and

1(:1hey have with us, to ensure that it will be a seamless passage of
ata.

Mrs. MORELLA. What is your time frame?

General KELLY. February 1999 is our plan to do a 72 hour test,
we call it the end-to-end interface test, of our system.

Mrs. MORELLA. And telecommunications interrelates with you
too. Do you want to comment on that?

General KELLY. Yes. That is an area of concern to us and I'm
sure to the FAA is are the telephone companies going to be ready.

Mrs. MORELLA. So it's not just a concern. You are moving to
working and assuring that the telecommunications systems are
going to be—

General KELLY. Well, we're working to develop some reasonable
contingency plans in case some of the telecommunication systems
don’t work.

Mrs. MoORELLA, We look forward to hearing from you in the fu-
ture too, General Kelly. I know I am in touch with Ms. Garvey
often, but to also get NOAA’s point of view as you progress. Thank
you.

Thank you, Mr. Chairman. Thank you very much.

Mr. DUNCAN. Thank you, Mrs. Morella.

Mr. DeFazio.

Mr. DEFAzI0. Thank you, Mr. Chairman.

Administrator Garvey, I want to join the others in saying that
I think you have mounted a very successful, at least a very good
start toward a successful effort in dealing with this troublesome
problem. I still intend to stay off planes around that time, but
%mt’s just sort of a tradition of mine. I dont fly anywhere on New

ears.

But I am curious about the AIP issue and how that’s going to be
monitored or assessed, because some airports, even some small air-
ports, have already gone ahead. It was an ineligible expense at the
time I understand. Now we are going to sort of have this or hope
to have authorized this new expanded authorization for the funds.
I am sort of concerned about some equity issues. I am also con-
cerned about the monitoring of those expenditures and what they
might be acquiring with those funds that they would have needed
to acquire anyway. Could you address that a little bit?

Ms. GARVEY. I'll try. Let me say first of all that the language
that we have offered, and again this is just being offered, but the
language that we have offered would allow small airports or would
allow airports rather to do the assessment because some of the
smaller airports have said that’s a real problem.

Some of the other Y2K compliance issues are already eligible
under existing AIP eligibility. So for the actual purchase of some
of the equipment, that is currently, that would be currently eligi-
ble. It is really the assessment where some of the airports have
suggested they have got a problem. So we would monitor it the way
we do now through our airports office, regional airports office, and
then ultimately in Washington. But the issue about reimbursement
for those that have already done it is one that we have not yet con-
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sidered and we should think about that as well. We can talk with
you a little bit further perhaps.

Mr. DEFAZ10. So basically there would be no expanded purchas-
ing authority, just authority to pay for assessment?

Ms. GARVEY. That’s correct. Again, it’s really trying to deal with
some of the smaller airports that have raised issues with us.

Mr. DEFAz10. OK. Thank you.

Thank you, Mr. Chairman.

Mr. DUNCAN. Thank you.

Mr. Ehlers.

Mr. EHLERS. Thank you, Mr. Chairman. First of all, I have to
commend the administrator. In comparing the discussion today
with the discussion last February, you and your organization have
come a long way in a relatively short time, and I commend you for
that.

Ms. GARVEY. Thank you very much, Congressman.

Mr. EHLERS. You really seem to be on top of it at this point.

A couple specific questions. I know you note in your written testi-
mony as we already knew, that Ray Long has been appointed to
head this effort within the agency. But you also comment in your
testimony that you are working with the over 5,000 public airports,
et cetera. Is Ray heading that up too or have you appointed some-
one else or do you have a specific task force? How are you going
to implement? That’s a huge task.

Ms. GARVEY. That’s a fair question. That gives me an oppor-
tunity to say first of all what a terrific job Ray has done, but also
how every line of business has a sense of urgency about this. I
think Ray and I have said at several occasions that without that
sense of urgency from every line of business, it won’t work.

So in the case of airports, for example, Susan Curland, who is
the associate administrator for airports, is taking a real leadership
role to make sure that that piece of it, and she has a program per-
son who is in charge of it, but that that piece of the Y2K issue is
dealt with. All of that information though flows through Ray’s of-
fice. So that if I have got a question, I generally go to the program
office and they get to the right line of business, get the answer. We
wanted to have one central place where it is coordinated. That’s
really the program offices, and Ray Long and Mary King’s function.

Mr. EHLERS. And how is that coming along? Are there deadlines
on that? Are there issues that you are dealing with there in terms
of making sure the airports are up to snuff?

Ms. GARVEY. I think that is going well. We formed with ATA a
task force last June, also in partnership with the regional airlines,
a partnership with AAAE and ACI. That group is meeting regu-
larly to look very specifically at the information that is coming in.
I think we always have some concerns, as Congresswoman Morella
suggested, about those areas where you don’t fully control all of the
outcomes. But I think it is going very, very well, with a strong com-
mitment across the board.

Again, I would say that our primary emphasis has been and I
think should be focusing on the air traffic control system and mak-
ing sure that we get that in order.
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Mr. EHLERS. I understand that, but I am wondering if this work-
ing group you have talked about has adopted timelines and sched-
ules?

Ms. GARVEY. Absolutely. I am sorry I didn’t answer that. Yes,
they have. As a matter of fact, they are consistent with our guide-
lines with June 1999 being the target date for full completion. So
we are trying to match those guidelines where we can.

Mr. EHLERS. A related question in terms of reaching out. You
have a large field staff, a number of inspectors who may have to
deal with this but may not have training in it. Have you been
training your field staff, your inspectors and so forth to ask the
right questions and to understand the answers they must ask the
various airlines, the pilots and so forth?

Ms. GARVEY. We have done some training, but I would also add
that we have really got the best experts in the world. The FAA
equipment is so unique to the FAA and the folks who have main-
tained it over the years are really the ones that know it best. In
terms of the inspectors going out to the manufacturers and so
forth, they do have the right questions to ask. They know how to
ask them and what they should be looking for. So we have provided
that kind of training.

Mr. EHLERS. What about general aviation, particularly the indi-
vidually-owned airplanes, not so much the business-owned air-
planes. They may not be in some of your loops here.

Ms. GARVEY. Well, and they have been part of the Industry Day
and in very good attendance. But that is something that I think
some of those very individual aircraft are more of a concern. I
think that’s something as we get into the months ahead we'll have
to even step up a bit.

Mr. EHLERS. Generally Kelly, you mentioned in your testimony
a concern about telecommunications operators. You also amplified
that a bit in response to a question. I guess the question for both
of you is do you see that the telecommunications system in general
in the United States is on top of the problem, is likely to meet the
deadlines, and that you will not have a great deal of difficulty with
any telecommunications equipment you are using, whether lines or
switching systems, satellites, whatever?

General KELLY. I was all set to answer in the affirmative and
then you threw the word “any” in. It is a very complex system. I
am encouraged that the telecommunication companies understand
the problem and are working on it. But given the importance of our
forecasts to the lives and safety of American citizens, we are going
to take the prudent course of action and try to develop some contin-
gency plans to ensure we can get data moved around, just in case
they don’t succeed. But I am encouraged that they understand the
problem and are working to address it.

hJMr." EHLERS. Administrator Garvey, do you wish to add any-
thing?

Ms. GARVEY. I would concur with Mr. Kelly.

Mr. EHLERS. I see that my time has expired. Thank you very
much, Mr. Chairman.

Mr. DUNCAN. Thank you very much.

Mr. Kucinich.
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Mr. KucinicH. Thank you very much, Mr. Chairman. I would
like to begin by going back to the testimony of Ms. Garvey. Just
to cite some brief statements. In February of this year, she says I
changed the FAA’s approach to the Y2K problems. By tomorrow,
page 2, September 30, the OMB deadline for renovations, the FAA
is scheduled to complete renovations of 99 percent of all recorded
systems, subject to review by Department of Transportation’s Office
of Inspector General. Page 3, we're on schedule to have a majority
of our systems compliant within the DOT and OMB deadline of
March 31, 1999. All FAA systems will be fully compliant by the end
of June 1999, a date that we have accelerated from our original es-
timate of November 1999.

I think the American people owe you a debt of gratitude, as well
as further encouragement on your efforts to try to make the system
work. I think all of us understand the urgency of making sure that
the FAA is Y2K compliant and that all of the other supporting sys-
tems are compliant as well, and that you have presented testimony
here which I think any fair-minded person would have to conclude
that the FAA is working very hard for its trying to make sure that
the American people will be protected, that air traffic will be pro-
tected, that the system can work.

We know fully well there are many things that need to be contin-
ued, must continue to be addressed, such as the telecommuni-
cations interface. I think that it is important as we focus on the
second panel for us to address performance and to be able to recog-
nize that something has been done. I say this in the context of the
previous panel which spent 2 hours, not withstanding whatever
narrow expertise they might have, 2 hours speculating. Within five
minutes, the administrator was able to cut to the quick and give
real information about something really being done.

In a sense, I think that that experience represents a motif of
what has been going on in all of these Y2K discussions, of people
who know very little about what the Government is doing, making
wild predictions about what is going to happen, and then adminis-
trators coming forward to state what they have done to try to make
sure that the performance of the Government is up to par.

Certainly we have to respect the contributions of people like Mr.
Horn and other Members, the chairman, Mr. Duncan, and others,
who have been very conscientious in making sure the administra-
tion performs. I salute you for that. But we also have to recognize
when people are attempting to do their job, and as a member of
this panel as well as the ranking member on the Subcommittee
Government Management, Information, and Technology I would
urge all of you who are in attendance to focus on what speculations
mean and what performance means. I am going to come down
every time in favor of performance as opposed to speculations and
hysteria.

I want to ask Jane Garvey, has the FAA been given enough re-
sources by Congress to do the job it needs to do for the year 2000?

Ms. GARVEY. Thank you, Congressman. Congress has been won-
derful in saying whatever it takes let us know. I really know I am
speaking not just for myself but for the secretary and everyone who
is working on this issue. We appreciate that immensely. Resources
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hﬁwe been there when we have needed them and we appreciate
that.

Mr. KuciNicH. I want to go to General Kelly. In your testimony
on page 3 you state that an award of a contractor to replace the
current class VII supercomputer with Y2K compliant class VIII
supercomputer is pending. How important is that Y2K compliant
class VIII supercomputer to making sure the National Weather
Service is able to do its job?

General KELLY. The class VII computer is not Y2K compliant.
Our plan was, since we were going to replace it with a class VIII,
not to make it Y2K compliant. Since there is some dispute as to
whether we will or will not get the class VIII, we have developed
a plan to make the class VII computer Y2K compliant. So it will
be Y2K compliant if we don’t get the class VIIL. The problem will
be in the course of doing that, we will have to do extensive testing,
which will require us to take the computer off of operational use
for a few hours several days over about a 6 week period. But come
January 2000, the class VII computer will be, if it’s still there, will
be Y2K compliant.

Mr. KuciNicH. Thank you, General.

Thank you, Mr. Chairman. I would like to just address the Chair
for a moment and say that perhaps one of the many positive out-
comes of having this particular hearing would be to have the com-
mittee look into what might be done to assist General Kelly and
the National Weather Service to make sure that they get the Y2K
compliant class VIII supercomputer instead of putting even more
pfessure on them to make sure that the class VII computer is com-
pliant.

Mr. Duncan. All right. Thank you very much, Mr. Kucinich.

I believe that Dr. Horn had another question or two.

Mr. HorN. Thank you, Mr. Chairman. There’s just one last ques-
tion that came to mind when I had a chance to finish some of the
witnesses that come next. Dwight Greenlee, who is the director of
airport administration in the Wichita Airport, makes an interesting
point which really hasn’t come up. I would just like your response
to it. He notes here the application process for the airport improve-
ment program funds and the PFC funds is time consuming and
once the moneys are assured, the purchasing procedures can pro-
long a project for 60 or 90 days. A fast track process should be for-
mulated which allows all necessary assurances to be made and
eliminate delay. The type of procedure could be applied to areas
such as utilities, security, environment and airfield related safety
systems and equipment.

He goes on to say a vast majority of airports carry general liabil-
ity insurance. It is questionable whether this insurance will cover
claims resulting from failures due to Y2K problems. Certain insur-
ance providers are requiring the insured to provide additional in-
formation concerning their facilities, systems, and management
procedures. If the response to these questions is satisfactory, the
insurance provider will issue coverage for an additional premium.
It is our desire to resolve Y2K problems prior to reaching the stage
of liability claims. A resource such as the Environmental Insurance
Fund should be considered.

Do you have a reaction to that thought?
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Ms. GARVEY. Two comments. One, I think the point on streamlin-
ing the process is well taken. I had just seen that testimony and
thought that was an excellent suggestion.

The liability issue is one that has come up before, and one that
we have actually talked to Mr. Koskinen about, the need to really
even get his help in bringing together the insurance companies to
really take a look at what they are saying and if there is a way
to work with them on some of those issues. So I think that is a fair
concern and one we would ask the White House for some help on.

Mr. HORN. You cleared up one point as you went through your
answers, that was apparently you are going to be able to have a
sort of country knowledge as to the degree to which foreign nations
are going to be helpful in this area and be compliant. You said that
information would come a few months from now, I believe.

Ms. GARVEY. Well, we are gathering information. In fact, ICAO
this summer, and one of the reasons we sent someone up to Mon-
treal is ICAO this summer began the process of collecting that in-
formation. They have gotten some responses, not as many as they
would like. IATA as well, the International ATA, if you will, has
also begun some site assessments of individual countries. So that
information is coming in to Montreal now.

What we are saying is that we think that even beyond that, es-
tablishing the criteria and then also having all the countries with
an absolute date of July 1999, having to reveal just how they are
doing according to that criteria will give us the kind of information
that we will need to make some decisions.

Mr. HORN. What month do you think you will have that informa-
tion?

Ms. GARVEY. We have a lot of it right now, but I think to say
that we'll have all of the information, probably much closer to July
than to January. We have a lot of it now, but I think it is fair to
say we have more to gather, ICAO has more to gather.

Mr. HorN. So if we checked with you, we could find out the sta-
tus of certain countries?

Ms. GARVEY. You certainly could. Certainly the ones that we
have to date, we can let you know how we’re doing getting the
other information.

One other just interesting note in terms of the international, we
know where 60 percent of the Americans travel. There are six
countries that about 60 percent of our constituencies go to. What
we have done is establish a kind of work team for each one of those
countries so that we can work directly with them. In addition, ei-
ther the secretary or myself has met with the head of, my counter-
part of those countries to reaffirm how important this issue is. So
ave fxave got I think on the international front, we're doing a great

eal.

Mr. HORN. Thank you.

Ms. GARVEY. Thank you, Mr. Horn.

Mr. HORN. I commend you for the progress you have made, as
other Members have.

Ms. GARVEY. Thank you.

Mr. DUNCAN. Thank you very much, Mr. Horn. I hadn’t heard
that statistic before, six countries.
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Ms. GARVEY. It’s interesting. I was surprised. We actually know
the top 90 countries too, but the 6 were really—please don’t ask me
those.

Mr. DuNcAN. No, that’s all right.

Ms. GARVEY. I bet Mr. Oberstar knows though.

Mr. DUNCAN. Mr. Oberstar has a couple more questions on that.

Mr. OBERSTAR. Thank you. The aircraft manufacturers have
identified as potential problem areas navigation systems, flight
management systems, inertial navigation systems. What can you
report on the status of the FAA surveillance of their compliance?

Ms. GARVEY. Well, I can tell you a couple of things. One, I ap-
peared at an international conference in June with one of my col-
leagues from Boeing, and I was very impressed with the kind of
work that they are doing to make sure that a number of the small-
er manufacturers that they deal with are working hard at this
issue. So I think the kind of work that a company like Boeing is
doing is I think very reassuring.

We have sent out to all of the manufacturers assessments or ask-
ing for assessments. We did that in the summer, early summer
months, June and July. We have gotten some information back.
Quite frankly, we have been somewhat disappointed. We are now
going back again. To his credit the secretary has said if you really
are running into trouble, let me know, I'll put in some personal
calls to people. The Deputy Secretary has volunteered as well. So
we're still getting that information.

But what we are doing is asking our inspectors to build some of
that into their forms. That is, they are going out and meeting with
the manufacturers. They have that built into the normal surveil-
lance as well. So we have more information to gather with the
manufacturers. We think that’s going to be a key part of the Indus-
try Day in October. It’s going to be very, very important.

Another issue that we have which has been very challenging is
wondering if manufacturers can deliver on time some of the parts
that we need for renovation. We have had to date, again, very good
response. They have given us delivery dates that they have stayed
with. We had one company where there was a difficulty. We asked
the White House to give us a hand on that and they did. So I think
we are in good shape on some of those.

Mr. OBERSTAR. Thank you. Finally, implementation. How are you
going to go about implementation of the Y2K renovations? Will it
be done in-house? Will it be contracted out? Will it be a combina-
tion of the two?

Ms. GARVEY. Congressman, at this point it will be done in-house.
Again, we have got the experts, the people who have worked with
these systems all their professional lives. Rolling that implementa-
tion out I think we've got some of the best people in the world to
do that.

We are going to do some end-to-end testing in January and Feb-
ruary, very similar to what Mr. Kelly had mentioned so that we
can get a sense of how the end-to-end testing will go. But our ex-
perts are in-house. If we need them, I will say we won't hesitate
to ask for some help and assistance, but I think we’ve got some re-
sources in-house to do that.
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Mr. OBERSTAR. Thank you very much. I have written down on a
sheet of paper those six countries available for inspection.
ans. GARVEY. Oh I know the six countries. It’s the 90 I don't

ow.

Mr. DuncaNn. OK. Well, thank you very much. I was just asking,
Mr. Horn, what was the grade that FAA got a few weeks ago?

Mr. HORN. Fortunately for FAA, they are part of the Department
of Transportation. So we can blame Transportation for the problem.

Ms. GARVEY. We made a little progress. I called the chairman to
thank him for that. He said he had a lot of faith, but he wanted
it matched with some good works.

Mr. HORN. There’s two ways to get to heaven, faith and good
work. [Laughter.]

Mr. DuNcCAN. Well, thank you very much. We need to move onto
the next panel. But you have been outstanding witnesses. Thank
you for being with us today.

The next panel consists of Ms. Carol B. Hallett, who is president
and CEO of the Air Transport Association, Mr. Walter S. Coleman,
who is president of the Regional Airline Association, Mr. Richard
C. Cullerton, who is assistant vice president for engineering of the
Metropolitan Washington Airports Authority, and Mr. Dwight W.
Greenlee, who is director of airport administration for the Wichita
Airport Authority.

I want to welcome all of you once again and thank you very
much for being here with us. Because this is a joint committee
hearing, we do have to swear in the witnesses which we ordinarily
don’t do in our committee, but I'll ask each of the four witnesses
to please stand and raise your right hands and be sworn.

[Witnesses sworn.]

Mr. DUNCAN. Thank you very much. We always proceed in the
order the witnesses are listed in the call of the hearing. That
means that Ms. Hallett, we’ll start with you. Thank you very much
for being here with us.

TESTIMONY OF CAROL B. HALLETT, PRESIDENT AND CEOQ, AIR
TRANSPORT ASSOCIATION OF AMERICA; WALTER S. COLE-
MAN, PRESIDENT, REGIONAL AIRLINE ASSOCIATION; RICH-
ARD C. CULLERTON, ASSISTANT VICE PRESIDENT FOR ENGI-
NEERING, METROPOLITAN WASHINGTON AIRPORTS AU-
THORITY; AND DWIGHT W. GREENLEE, DIRECTOR OF AIR-
PORT ADMINISTRATION, WICHITA AIRPORT AUTHORITY

Ms. HALLETT. Thank you, Chairman Duncan and Chairman
Horn and Mr. Oberstar. It is a pleasure to be here with you today.
I am Carol Hallett, the president and CEO of the Air Transport As-
sociation, and would ask that my remarks be made a part of the
formal record.

Mr. DUNCAN. Your remarks will be made a part of the record.

Ms. HALLETT. Thank you. I am pleased to say that the aviation
system will be ready and we will operate safely on January 1 of
the year 2000 and beyond. Individually, each ATA airline is prepar-
ing for Y2K with internal systems that will be ready mid-1999.
ATA has developed a program for airport operators and critical air-
line suppliers to gather information for our members and to make
decisions on services needed for safe operation.
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Through ATA, as well as the international ATA and the Cana-
dian ATA, airlines have developed a program to identify the Y2K
status of the 185 air traffic providers who are on a worldwide basis
going to be obviously important to all of us. That is in addition to
hundreds of international airports. The data that we collect will re-
side in an internet data base for the use of some 300 airlines and
airports so as to assure safe flight on January 1, 2000.

The ATA program is in three elements. In this regard, we are
making an assessment of the four U.S. Government agencies hav-
ing an impact on our airlines, Customs, Immigration, APHIS, as
well as the National Weather Service to ensure uninterrupted serv-
ice on that date. All four agencies have been most cooperative. We
ge%ieve there will be a minimal of problems. We expect no major

elays.

We are most concerned with the FAA. Our focus is of course on
the air traffic control system. No plane moves on the ground or in
the air without FAA approval. That is today, that is tomorrow,
that’s on January 1, 2000. We feel confident in saying that the FAA
has the Y2K problem under control and will be ready, and we have
confidence in their plan and their management as expressed today
by many of you about both Administrator Garvey and Ray Long.
We believe they are in complete control of the program.

The FAA has been honest, open, and candid with us. We have
validated for ourselves the FAA’s work on the Host computer. We
agree that the FAA will meet tomorrow’s deadline on their Y2K
renovation work. We will nevertheless have contingency plans in
the event of any problems.

Airports are a major focus for us because airports and airlines
operate many systems that must be evaluated for Y2K impacts. We
are currently determining who has Y2K responsibility for the readi-
ness of those systems. Incidently, we support the proposal by the
FAA to free up AIP funds for fiscal year 1999 only for the airport
Y2K programs. In the meantime, we urge Congress to be as force-
ful with the airports as you have been with the FAA in making
Y2K their highest priority.

The ATA airline Y2K program includes visits to 156 airports for
the inventory, plus we will distribute Y2K training kits that are
very informative as well as comprehensive. Those will be distrib-
uted to over 2,500 airports worldwide, with some 600-plus going to
airports in Canada and the United States. Suppliers are another
key element. Our members identified to us over 5,000 critical com-
mercial suppliers. We are carrying out with both mail, phone, and
face-to-face interviews with them to obtain the necessary informa-
tion we need. We have found them to be highly cooperative.

On the liability and anti-trust issue, the sharing of Y2K business
data is difficult due to potential lawsuits. H.R. 4240, the Y2K Li-
ability and Anti-Trust Reform Act, would allow for the free sharing
and comparing of test data. We urge the passage of this very im-
portant legislation.

H.R. 4240 will also help the industry assure the insurance under-
writers that airlines and airports will be ready. Current thinking
by the underwriters is that Y2K is uninsurable. We are working
with the insurers to make them aware of the true nature of the
Y2K risks so that insurance remains in force.
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In conclusion, Mr. Chairman, the airlines recognized the need to
tell the public what the state of the industry will be on January
1, 2000. While we’re not there yet, we can say with confidence it
will be safe to fly on January 1, 2000. Our members will be pre-
pared for the new millennium. Thank you.

Mr. DUNcCAN. Well, thank you very much, Ms. Hallett. Those are
good words to hear.

Mr. Coleman.

Mr. COLEMAN. Thank you, Mr. Chairman, and members of the
committee. The Regional Airline Association appreciates the oppor-
tunity to be here today to describe the efforts of the Regional Air-
line Association. RAA members, which include airlines and suppli-
ers, are participating in both individual and industry initiatives to
address the issues associated with insuring that the technology de-
pendent on software and microprocessors will function safely and
efficiently in the year 2000. At the direction of the RAA board of
directors, RAA staff has participated with the Federal Aviation Ad-
ministration on ATC issues associated with Y2K. RAA has also
been directly involved with the excellent efforts of the Air Trans-
port Association on airport readiness. RAA members are working
directly with their suppliers, with some assistance from RAA staff
to confirm that their aircraft and support for the aircraft will oper-
ate safely in the year 2000.

RAA staff participated with FAA and other ATC users as we col-
lectively examined the FAA air traffic control system components.
As the committee knows, the three categories that were categorized
are equipment which is critical to safety of flight, equipment con-
tributing to the efficiency of flight, and all other systems. RAA
agrees with and supports the FAA determinations on the allocation
of the resources. RAA attends and participates in the quarterly
FAA Industry Day and is prepared for increased involvement with
the FAA if the status of issues requires additional attention. Last
week at an RAA meeting on year 2000 issues, FAA representatives
briefed our members airlines on the status of their ATC plan,
which was very well received. RAA will work with FAA as nec-
essary to assist in our mutual realization of a fully implemented
Y2K program on June 30, 1999.

On airports, earlier this year the Air Transport Association in-
vited RAA to participate with them in the development of materials
to provide to airports which are served by RAA members, but not
served by ATA member airlines. RAA and its members accepted
this very generous offer as both ATA and RAA recognized that a
coordinated effort to provide assistance and resources to many of
these smaller airports would be a benefit to ATA and RAA, but
mostly would benefit the air traveling public. We contributed in the
development of the video contained in the tool kit that Ms. Hallett
demonstrated. This will be distributed to several hundred airports
in the country, including those that are served by RAA member
airlines.

As a point of reference, there are 703 airports in the United
States which received scheduled airline service. Out of those 708
airports, 514 are served exclusively by regional airlines. Within the
48 States, 289 airports are served exclusively by regional carriers.
The ATA initiative to provide those resources to the smaller air-
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ports is extremely praiseworthy and important to the success of
this element of the Y2K preparation. Our member airlines are in
the process of being advised of the delivery of the ATA developed
tool kit to the airports and are prepared to assist the airports in
performing their assessment of their needs to prepare for Y2K.

Finally, aircraft and associated support equipment. RAA mem-
bers have agreed that each individual supplier is responsible for
advising its customers of the Y2K status of its products. These in-
clude aircraft, aircraft components, and support equipment, such as
maintenance testing equipment, aircraft component tracking, sys-
tems for maintaining records for repairs and other maintenance
and operations functions.

RAA staff is in the process of identifying a list to provide to
members of suppliers which are providing other airlines with Y2K
status assessments. The information RAA would provide to mem-
bers would include the suppliers’ Y2K contact and web site ad-
dress, if available. This initiative is intended to expedite the com-
munication between our members and the suppliers.

In summary, the commercial aviation industry, including air-
lines, airports and suppliers, recognize the crucial importance of
proper preparation for the transition to the year 2000. RAA will
communicate continuously with its members through meetings,
mailings, and electronic communications to augment the resources
of members to prepare our industry for the year 2000. We will
work with FAA and with each other to ensure a safe, reliable, and
efficient air transportation system through 1999 and into 2000.
Thank you.

Mr. DUNCAN. Thank you very much, Mr. Coleman.

Mr. Cullerton.

Mr. CULLERTON. Good afternoon, Mr. Chairman, and members of
the House Subcommittee on Aviation and Technology. Thank you
for the opportunity to appear before you to inform you of the Met-
ropolitan Washington Airports Authority’s program to address the
year 2000 problem.

The Airports Authority operates Ronald Reagan Washington Na-
tional Airport and Washington Dulles International Airport. To-
gether both airports moved over 30 million passengers in the past
year. Clearly unresolved Y2K problems could have a major impact
in this region, travel impact. For that reason, we have established
a Y2K task force to identify and address and resolve any potential
Y2K impacts. The task force has representatives from each of the
relevant Airports Authority offices and is supported by our infor-
mation technology consultant, CACI.

Since its inception 6 months ago, the task force has developed a
plan of action, broken the problem into manageable areas, and
made significant progress. We have implemented a remediation ap-
proach based on the GAO format that encompasses the five phases
that Mr. Oberstar, you had alluded to earlier, awareness, assess-
ment, renovation, validation, and implementation.

The awareness phase has essentially been completed. The assess-
ment phase is underway, thanks in large part to a joint undertak-
ing with the Air Transport Association that resulted in developing
an airport functional area breakdown, and an initial inventory of
systems that are potentially impacted by the Y2K problem. The
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renovation phase, the next phase in sequence, is underway with
the upgrading of our organization’s personal computers and will
continue with software upgrading and embedded systems upgrad-
ing. Then the validation phase will test all modifications made to
both software and hardware. Finally, the implementation phase
will ensure that all systems and their dependencies work properly.

We have divided the Y2K world into four areas, each of which
is being worked concurrently. Those four areas are personal com-
puters, software, embedded systems, and external interfaces. There
are approximately 796 personal computers within the Airports Au-
thority. We have tested 784 of those and have determined that 98
percent are compliant. It is safe to say that in our PC area, this
will not be a problem.

We have identified 296 Airports Authority software systems,
these are non-embedded systems, of which 16 are considered criti-
cal. Most of our software systems are commercial, off-the-shelf
products. We are contacting the developers of these products to de-
termine if they are Y2K compliant. As of this month, we have re-
ceived responses on 53 percent of our software systems. The re-
sponses indicate that about half were compliant and the majority
of these will require an upgrade to a more current version. An ini-
tial software certification program is well underway and we will
begin the process of renovating problem software.

Our embedded area involves 126 systems. These are systems
that are most likely to impact the travelling public. They include
such things as airfield lighting systems, heating, ventilating, and
air conditioning systems, parking control systems, et cetera. Each
embedded system is assigned a system owner, usually the person
who is responsible for the operation and maintenance of the sys-
tem. The system owner works closely with the Y2K task force and
assists in preparing a renovation plan that lays out what has to be
done to make that particular system Y2K compliant. We have cur-
rently assessed 89 systems and determined that 23 are critical. The
highest risk systems will be scrutinized most closely and treated
moTt urgently. Resources for system repair will be made accord-
ingly.

The final area is that of external interfaces. These include pro-
viders of utilities such as electricity, gas, telecommunications and
water. Other interfaces of course include the Federal Aviation Ad-
ministration, airlines, fuel providers, the general aviation opera-
tors, and Metrorail. We have contacted each of these providers and
will continue to coordinate to ensure that the interfaces between
our organizations and theirs are compliant.

The Airports Authority began its Y2K effort in October 1997. Our
goal is to complete the entire remediation program by August 1,
1999. This allows a 5 month period to handle any unforeseen prob-
lems. The Authority is currently budgeting $1.1 million in 1998 to
cover systems upgrades and consultant support costs. The bulk of
the remediation and testing will occur in 1999 and we are currently
estimating a $6 million Y2K budget.

In summary, the Metropolitan Washington Airports Authority
has recognized the problem, formed and trained the task force to
address it, provided consultant support and established a strategy
to concurrently work both hardware and software issues. We feel
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confident that we can resolve the critical system issues over the
next 16 months. Our objective of course is to ensure that it is busi-
ness as usual at National and Dulles Airports on Saturday, Janu-
ary 1, 2000.

I appreciate this opportunity to address the subcommittees, and
will be pleased to answer any questions.

Mr. DuNncaN. Thank you very much, Mr. Cullerton.

Mr. Greenlee, over the years we have had many, many witnesses
from all across the country and even other nations, but today you
are the only non-local witness. We appreciate the fact that you
have come all the way from Wichita to be with us today. We thank
you for being here. You may begin your testimony.

Mr. GREENLEE. Thank you, Mr. é,hairman. Mr. Chairman, distin-
guished members of the committees, I am pleased to appear before
you today. Wichita Airport Authority started the process of devel-
oping a plan for the year 2000 in October 1996. The process was
organized as follows: Policies and procedures were established, in-
ventories were taken of systems, remediation plans and testing or
process for that were established. Implementation and documenta-
tion is now in the process. Contingency plans have been made, and
training is in the process at this point in time for those plans that
require it. Insurance and legislative reviews have taken place and
are continuing to take place.

In February 1998, the Wichita Airport Authority joined with the
city of Wichita to share information and resources. This sharing
process has proven cost effective, resulting in the WAA plan being
an estimated 75 percent complete. Active sharing of information
with other entities will assure the goal of having all airport sys-
tems fully compliant by June 1999,

A joint meeting of airport/airline organizations was held in Cin-
cinnati, OH, for the purpose of sharing information. These informa-
tional and procedural meetings should be encouraged. Recently a
web site has been established which provides Y2K status and iden-
tification of products and systems. The above activity can best be
coordinated through organizations such as airport operators, our-
selves, Airport Council International and North America, American
Association of Airport Executives, the Federal Aviation Administra-
tion, Airline Transport Association, product manufacturers, and
vendors, and not to forget consultants also.

Legislative and financial assistance is needed in attaining the
goal of assuring airport business activities continue on interrupted
through the year 2000 and beyond. Funding vehicles such as air-
port improvement programs and passenger facility charges are in
place. However, the procurement process is slow. The funding and
purchase of Y2K replacement and remedial systems needs to be ex-
pedited. It is our desire to avoid the necessity to fall back on insur-
ance and legislative protections to preserve assets. The budget for
Y2K activities at Wichita Mid-Continent Airport is now estimated
to be $250,000. This is over and above an $800,000 expenditure for
planned replacement of Legacy systems. Your assistance is needed
to assure legislative and financial resources will be available as re-
quired. Thank you.

Mr. DUNCAN. Thank you very much, Mr. Greenlee.

I am going to go first for questions to Mr. Oberstar.
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Mr. OBERSTAR. Thank you, Mr. Chairman. I want to thank all
four of our panelists for very thoughtful and comprehensive presen-
tation of the issues as it affects each of your areas. Ms. Hallett and
Mr. Coleman have been before our committee many times. We al-
ways appreciate your contribution. Mr. Cullerton I know from the
Washington Airports Authority, how diligent you have been in ad-
dressing these issues. I share in Chairman Duncan’s welcome of
Mr. Greenlee. It is always a delight to have people come from be-
yond the beltway, bring us the word from the heartland of America
out there in Wichita and elsewhere.

Mr. Greenlee, I mentioned earlier the AAAE sent out to all of its
members a survey of airports on the Y2K problem. Did you see that
survey?

Mr. GREENLEE. Yes, sir. I believe T did.

Mr. OBERSTAR. Did you find it useful?

Mr. GREENLEE. Somewhat. We are inundated with question-
naires. AAAFE is one of those organizations that we respond to on
a regular and continuous basis. I think that those kinds of ques-
tionnaires are helpful. They do give us insight into areas we need
to be looking into. We appreciate all the help we can get.

Mr. OBERSTAR. Did AAAE have, after the survey was completed,
did they come back and help individual airports address the major
problem areas identified in that survey?

Mr. GREENLEE. AAAE has a broadcast system via network and
ANTN. Several of the results from the survey have been published
and procedures for dealing with those have appeared on ANTN.

Mr. OBERSTAR. You cited utilities, security environment, and air-
field related safety systems. Such areas as baggage control, airport
access control systems, airport services such as elevators, esca-
lators, moving sidewalks are also problem areas. Do you found Y2K
problems in those areas?

Mr. GREENLEE. We have found certain Y2K problems in the area
of security. We are moving to remediate those things at this point
in time. Our elevator systems and our baggage claim systems are
non-impacted by this type of problem.

Mr. OBERSTAR. Are those what Mr. Cullerton described as em-
bedded systems?

Mr. CULLERTON. Yes, sir. Most certainly. That is the 126, all of
those that you just mentioned are included in our embedded list.
We are just beginning to get our hands around that. We did as a
pilot, we looked at our airfield lighting system because clearly we
recognize that as one of the most critical systems on the airport.
We did find that the 486 computers that the operations and main-
tenance folks used at both Dulles and National were not Y2K com-
pliant. We have a procurement in now to purchase upgraded com-
puters to drive those systems.

Mr. OBERSTAR. Do you have to replace those systems?

Mr. CULLERTON. We are going to replace those. Yes, sir. It is not
a very big expense, frankly. It is three units at Dulles and three
units at National. I think we are going to get a lower grade. We
don’t need to upgrade to the Authority standard computer because
it has such a limited use. We expect those to be at most in the
$10,000 to $15,000 range total for those six units.
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Mr. OBERSTAR. What about security services where you have con-
trol to the air side of airports? Do either of you have a comment
on problems in that arena?

Mr. GREENLEE. Our primary problem in that area is in the iden-
tification system, the badging process that takes place within our
entire network security systems. Like I say, the manufacturer of
that original product is working currently with our people to assure
that we will be up and ready to run in the year 2000.

Mr. OBERSTAR. I was very pleased to hear Ms. Hallett and Mr.
Coleman both support your request for use of AIP funds on a one-
shot basis, which I would concur with, to finance smaller airports
compliance requirements. You certainly don't have the resources
that a major airport would have in dealing with that problem. I
hope we can work something out in that arena.

Ms. Hallett, it’s so good to hear praise for FAA when so many
times you are at opposite ends of issues. But you give them a clean
bill of health for working cooperatively. I want to commend you
and the leadership that you have taken within the Air Transport
Association, getting the members to face up to their responsibilities
and their problems. If I recall rightly, Delta has hired or assembled
within its organization over 400 people to address their Y2K prob-
lem and got started on it in a very early stage. Boeing has recog-
nized that they have problems and have attempted to assemble
specialists within the manufacturing arena to address the issue.
You have been the spark and have moved out quickly to address
that matter.

As a former Customs administrator, how would you rate the com-
pliance of your former agency?

Ms. HALLETT. Well, Mr. Oberstar, we really have been very
pleased with the work being done by all of the agencies that I men-
tioned. Obviously the National Weather Service today I think is ex-
emplary in what they have done, but Customs is of course respon-
sible, along with APHIS and Immigration, for making sure that the
processing of goods as well as passengers will be done expedi-
tiously. We have had excellent cooperation from them. They are
also focusing very seriously on the issue. We do not anticipate prob-
lems at this time.

Mr. OBERSTAR. Customs is very important. They generate $9 to
$10 billion in revenue for the Federal Government every year.

Ms. HALLETT. About $20 billion.

Mr. OBERSTAR. Is it that much now?

Ms. HALLETT. Yes.

Mr. OBERSTAR. Oh goodness. I'm behind the times.

Ms. HALLETT. It was actually $20 billion when I was there, so
it should be more now.

Mr. OBERSTAR. 'm behind the times on that figure. But it's im-
pressive.

Finally, Walt, when you cite 514 airports served exclusively by
regional carriers, that is a very powerful economic sector. We are
glad that you are on top of the issue with your member carriers.

Mr. CoLEMAN. Thank you. Well, a lot of those of course are in
Alaska, but 289 in the lower 48. It really means that three-fifths
of the communities in the lower 48 are dependent on regional car-
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riers to get into the air transportation system. So it is an important
element.

Mr. OBERSTAR. Ask those who were affected by the Northwest
Airlines.

Mr. CoLEMAN. We didn’t have to ask them.

Mr. OBERSTAR. They were screaming?

Mr. COLEMAN. Yes.

Mr. OBERSTAR. So Y2K may be a problem, but a strike is a whole
lot bigger problem.

Thank you very much. I appreciate the presentation by all of
you.

Mr. DUNCAN. Thank you very much.

Chairman Horn.

Mr. HorN. Thank you very much, Mr. Chairman. I have enjoyed
reading the testimony of all of you and hearing it as well. I thank
you for coming.

I am going to start with Ms. Hallett. This will be a background
point, and then I have about four questions to ask, so you know
where we are going.

You stated in your testimony that 81 airports you have reviewed,
only 20 are on schedule according to their Y2K plans; 61 airports
are behind schedule or have no plan at all. Obviously that’s a dis-
turbing comment when we have not too much time to go.

So my first question is, have you or your staff noticed common
characteristics between airports that are on target versus the ones
that do not have a plan at all?

Ms. HALLETT. Well, Mr. Chairman, one thing that we have dis-
covered is that the amount of support received not only from the
Congress in terms of encouraging the work to be done has had a
direct impact on airports that might not otherwise have focused on
Y2K. But I have to tell you that overall, not only here in the
United States but around the world, there are some airports that
do not feel the problem is as important as others do. That is one
of the reasons I made the comment in my remarks today that we
hope that the Congress and these committees specifically will em-
phasize in every possible way the importance of getting this job
done. We think that hearing from you as well as the FAA is going
to have the most important impact on getting everyone ready by
the year 2000.

Mr. HORN. In terms of those common characteristics, let me give
you an example. Airports in particular regions-are they farther
along in that region than are airports in another region? Is this a
regional thing where they don’t really comply, and I don’t want to
say more sophisticated regions, but I don't know any other word for
it.

Ms. HALLETT. Yes. In actuality, a good example, I might have
had more information for you today on the New Orleans/Mobile
area. They were scheduled for our first visit today and yesterday.
Last week we were to go to Key West. We got there and we got
out just as they were nailing up the boards on the windows of the
airport. They were doing quite well. So there is no consistency as
to which ones are on schedule. As my testimony points out, of the
81, 20 of those airports are on schedule; 61 as you mentioned, are
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behind. But they are all over the map. Some are big, some are
small. There is no consistency, to answer your question.

Mr. HORN. You might want to file just a brief letter on what hap-
pened at New Orleans today.

Ms. HALLETT. We are still waiting.

Mr. HorN. I think, Mr. Chairman, if we can just have that letter
in the record here, this will be fine. For the airports that are be-
hind schedule, what are some of the problems or challenges that
they are facing that keep them from meeting the deadlines? What
do you see there?

Ms. HALLETT. Well, some of it is motivation. Some of it is finan-
cial. It’s one of the reasons that we have publicly supported the use
of AIP money only in 1999 for this purpose, but we would also sup-
port the streamlining that is necessary to get this going. So those
are probably the two most significant reasons for slowness. Again,
we have gone to some areas and I don’t mean to sound corny, but
some are embarrassed to say that they have not gotten their plan
put together. They have asked us to come back later. We have had
some cancellations literally the day before or the week before we
were to reach that particular airport, simply because they were not
ready. They did not want us to see how far behind they were. In
some instances, we have now been to those airports and were
pleased with their progress.

So it is a matter of a comfort level with some, just as much as
it would be with others making sure that they have the financial
support to get the job done.

Mr. HORN. As I understand the answer the administrator gave
when I asked Mr. Greenlee these questions was a positive one.
That she did want to streamline the process and speed it up. So
we didn't get back to the insurance issue. Does ATA have any feel-
ings on the insurance situation and how that’s coming, and have
they played in a role in this?

Ms. HALLETT. Well, we have had meetings with the insurance in-
dustry. As I mentioned, H.R. 4240 is going to be very important to
the overall insurance perspective because with that legislation,
they will have a far higher level of security as to knowing that the
work will be done. In our case, I think it is going to be important
for the Congress as well as ourselves to continue to push in that
area as well.

But without that legislation, I think we are going to be in much
greater danger of not getting everything we need from them, par-
ticularly informationally.

Mr. HORN. You mentioned that ATA is visiting some of these air-
ports. What other services are you providing to the struggling ones
that really haven't quite conformed yet?

Ms. HALLETT. Well, first of all, we do not provide a service. We
are, however, providing as I pointed out, not only the kit, but we
are also going through a very specific list of things that they need
to do. We have not only the training modules that they will be able
to utilize that are in the kit. We are certainly sharing all of the
data that we are gathering. That is being shared with every airport
that we are participating with.

I might point out that in the United States, of those 5,000 public
use airports, there are some 700 commercial service airports. We
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will be either visiting or in touch with each one of those 700 com-
mercial service airports. They will all receive the kit. Of course
many others besides those 700 will receive the kits. But every sin-
gle airport that is served by a major national or a regional certifi-
cated airline will be visited, either by the regional airlines or our-
selves and our teams or they will receive the questionnaires. All of
that data can and will make them completely whole and they will
be ready for the year 2000 if they have followed through on meet-
ing all of the requirements that we have provided for them.

Mr. HORN. Is there anything that the FAA can do to ensure that
the airports as well as the airlines and suppliers are compliant?

Ms. HALLETT. Absolutely, Chairman Horn. The FAA not only can
bring great pressure, but they also have the ability to certify or de-
certify an airport as to whether or not they will be able to receive
and have planes coming and going on not only the first of January,
but before and after. Just as is true with us.

I mentioned this morning that we cannot move a plane on the
ground or in the air without it being certified as well as approved
by Federal Government regulation under the FAA. The same is
true of airports. We really fall under not only very strict and stren-
uous rules and regulations, but in order to continue to operate, we
must meet those requirements. That is why not only the adminis-
trator, but we agree. The administrator does not have to send a
team to certify every airplane or every airport because they are
doing it on a regular basis, on spot inspections as well as other
kinds of inspections that are regular and they are expected on a
regular basis. We just have to make sure that this all continues.

Mr. HORN. Mr. Chairman, I have two or three remaining ques-
tions, but I know you might well want to get yours in now. What-
ever you would like,

Mr. DuNCAN. 1 have got some questions I want to ask, but you
go ahead.

Mr. HOrN.The embedded chip that was brought up on all panels,
and I am curious how the airports and airlines, but particularly the
airports now are handling it. What we learned when we were hav-
ing a hearing in Cleveland in the recess was that the medical com-
munity is doing a pretty good job of one, looking at what equipment
they have that have embedded chips, going to the manufacturer to
see what can be done about, and then putting that base data on
a common computer web site that hospitals all over America could
tap into. I just wondered if the airports are doing anything like
that so not every airport has to reinvent the wheel.

If you have got a certain type of light on the field, I think that
was mentioned, and different parking, security things, can we get
one answer and everybody access that rather than having hun-
dreds of airports have to go back to the manufacturers. Has any-
thing like that been set up? I'll yield to any of you.

Mr. CULLERTON. One thing that we have just done is we have
brought on a firm called CTA to be a subconsultant to CACI, whom
we have had with us for a number of years. They have a remedi-
ation facility out in California where they have apparently over the
last year or so developed a number of contracts with a wide variety
of airports. So they have begun to build a data base. This is just
one firm’s data base, but it has been fairly widespread in lots of
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different systems, landside systems, terminal systems, airfield sys-
tems, et cetera. So they are helping us now out of Dulles. They will
shift to National soon to actually evaluate these systems, identify
all of the microprocessors in a particular system. Then once we
have accomplished all of that, and we hope to do that in the next
30 days, we will be able to query now that we have them on as sub-
contractors, their data base.

That is not a complete answer to your question, but that is what
one firm has been doing. I think that will be very useful to us. That
will then prevent us or at least allow us not to have to go out to
maybe 126 vendors and find out what they are doing, as maybe all
of the other 700 airports might be doing at the same time. As you
heard earlier, we are all being inundated with lots of surveys.
Somebody is not going to get the answer if we do it that way. So
we are using that resource right now. That is our intention.

Mr. HORN. Now, Mr. Cullerton, as I heard your testimony, you
would complete remediation by August 1999. Is that accurate?

Mr. CULLERTON. Yes, sir.

Mr. HorN. Do you plan to do an operational test as opposed to
a laboratory test to make sure that this works right?

Mr. CULLERTON. On critical systems we do. We plan to do that.

Mr. HoRN. So when are those tests likely to be performed if you
are going to make it by August 19997

Mr. CULLERTON. We haven't yet scheduled the test, Mr. Horn. I
could get back to you on that if that’s—

Mr. HORN. Just put it in the record if you’d like. We're just curi-
ous to the time that it takes.

Mr. CULLERTON. The testing phase is what we also call the vali-
dation phase under the GAO format. That phase is beginning, it’s
in my paper that was submitted here, I believe it begins, if you’ll
allow me just a moment I can tell you exactly. We are looking at
it beginning in the late October/November timeframe and extend-
ing through July.

Mr‘} HoRN. That’s late October in 1998 and extending it to July
19997

Mr. CULLERTON. Of 1999. Yes, sir.

Mr. HorN. OK. The reason I ask that is you'll recall that the
FAA had a little problem with radar about a year ago, thought they
had it all fixed up in the laboratory. It wasn’t in an operational
context. When they went back to the towers or whatever, it just
didn’t work. Then they had to face up to why isn'’t it working. So
you are saying you think that you have that pretty much under
control then with the type of testing you plan.

Mr. CULLERTON. We do. We think that that is a valid approach
in our world.

Mr. HORN. Good. Well, I thank you and I thank the chairman for
the extra time.

Mr. DuNCAN, Thank you, Mr. Horn. I don't think there is any-
body in the Congress who has done more to call the attention of
the American people to the Y2K problem than you. 1 know on our
August recess you held hearings I think in Indianapolis and sev-
eral other places. I appreciate the work that you have done. I have
discussed it with you a few times. I, for some strange reason, have
been fascinated by this problem and still am, but I guess maybe
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it’s my naivete or something, but I feel like we're going to come up
with a solution for most of these problems, but it is something that
we need to talk about and work on.

Ms. Hallett, the part of your testimony that jumped out at me
was also what Mr. Horn was talking about. The fact that you said
35 percent of these airports that you surveyed had no Y2K plan or
program set up. I would assume those 81 airports were mostly
larger type airports? Were they? And do those airports, are they
now getting programs in place? You mean they had done no work
whatsoever? Is that what you mean?

Ms. HALLETT. That is correct, Mr. Chairman. Twenty eight air-
ports, in other words, 35 percent of the 81 have indicated that they
have no plan, no formal plan at this time. I think you have prob-
ably noticed in the back of my testimony, not only do we have a
copy of all of the information that we are asking for and who is re-
sponsible for it, we also go through all of the airports that will be
contacted.

Specifically to answer your question, it has not been just the
large airports. This is across the board and will continue to be.
That is one of the reasons that I emphasize again, it is so impor-
tant for the Congress as well as the FAA to be as forceful as pos-
sible in making sure that not only funding is available, but also
that the motivation is there for the airports.

You know, we can fly into an airport in VFR weather without
necessarily having the ATC program completely operational with a
tower operating on the field in some cases. It could be with a re-
gional airline, it could be with another airline as long as they have
been able to communicate by radio. However, that is if it is perfect
conditions, it's VFR. We can also go into an airport if there is no
fuel if we are able to move a tanker to that airport and have the
fuel there. But we have to have airports with a plan certified that
those functional things will be operating.

Now some of the things on an airport are owned and operated
by the airlines. It could be the jetway, for an example. On an air-
port it may be that in one case the airlines owns and operates a
particular piece of equipment, in another airport it may be owned
and operated by the airport. All of that will be determined not only
in our assessment, but we will then be prepared to notify our mem-
bers and all of those who are participating which airports will be
ready, what is not going to be ready on that airport, so then the
airline will be able to make the assessment as to whether or not
it is safe to fly into that airport. That is why it is so essential that
they really get with it.

Mr. DuNcaN. I think I heard you or somebody say that you sent
those kits to 703 airports or something like that?

Ms. HALLETT. Well, no. It will go to far more than that. Actually
it1 is going to some 2,500, but 600 in the United States and Canada
alone.

Mr. DUNCAN. I see. When? You say it will be going to 2,500?

Ms. HALLETT. They have just been completed. They are on their
way literally as we speak.

Mr. DUNCAN. I was going to ask.

Ms. HALLETT. However, that is not necessary for the airports
that we are already communicating with. They are already receiv-
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ing the questionnaires. They already have the data in advance.
This is what will help them.

Mr. DUNCAN. What is in the kit there? There is a video?

Ms. HALLETT. Sure. Not only is there a video, but we also have
in here a CD-Rom. Here we go. The CD-Rom is one very important
part of this because that will give them all of the specifics on ex-
actly what they need to do. It is all computer-based training that’s
on the CD-Rom. Then we have the video that both Mr. Coleman
and I, as well as Mr. Plaven of ACI, the president of ACI, partici-
pated in. But it also goes through a great deal of instruction as to
how to come up with the inventory information that is needed, the
inventory workbook which is in here, and this is really—there is
nothing that an airport will be missing in this inventory book. The
glossary has both the worksheets and it has everything that an air-
port needs to complete their inventory, to be able to report back to
us as well as the FAA and to every airline what is done, what
needs to be done. It is really an incredible tool that has been put
together for these airports.

Mr. DUNCAN. I am glad that—I mean so many of the articles you
read about this problem give these warnings or these dire predi-
cations, or as Mr. Kucinich called it, speculation. But I have no-
ticed that a lot of these articles don’t tell you what to do. I am
pleased that most of what you are sending seems to be information
about what needs to be done rather than just a warning that this
is a terrible problem, you know, and leaving it up to individual air-
ports to determine what to do.

And you are going to follow up these kits?

Ms. HALLETT. Oh absolutely. We'll be talking to all of these air-
ports that receive the kits. Mr. Chairman, I have to point out, this
is really a cooperative effort. While the ATA was really in the lead-
ership role of getting this going both here in the United States as
well as internationally, this is not something that anyone is taking
credit for. We all take credit if we get it done, but we all are re-
sponsible if we don’t get it done.

The one thing that the airline industry can guarantee, they do
not fly if it is not safe. The safety of our passengers and our crews
are our No. 1 priority. That is why we are going to make sure that
every airport we fly to is able to meet the safety level.

Mr. DUNCAN. Well, thank you very much. I think that’s a great
thing that you are doing.

Mr. Coleman, I understand that your association has been work-
ing with the ATA on this. Do you know, are there any airlines that
aren’t working on this Y2K problem right now or are not taking it
seriously? I mean I assume that you can assure us that even the
smallest airlines are doing everything they can to solve the prob-
lem as it relates to them.

Mr. CoLEMAN. I think they all have great respect for what the
ramifications would be if they weren’t in compliance. I don’t know
what every airline’s plan is. Certainly the ones that are wholly
owned, there are about 10 wholly owned by the majors, have that
resource for them. We had a meeting the other day, we had about
20 airlines there. I think that the report of that meeting will help
some of the others understand the nature and scope of the pro-
gram.
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Some of the very small airlines, just like the small airports, they
have fewer issues, they may be just as crucial, but they have fewer
systems they have to be concerned with. But I am confident, par-
ticularly because of the press that the FAA is getting about their
attention to the ATC issues, that there is a continuing growing
awareness of each person in the system has to work toward their
own objective. I think we’ll get where we will have to be.

Mr. DUNCAN. Mr. Cullerton, you said that almost all of your PCs
have checked out ok, but you said that was it 53 percent of where
you have an embedded chip problem or situation, is that?

Mr. CULLERTON. Let me correct that, Mr. Chairman. Fifty three
percent of our non-embedded software. We have software that
are—

Mr. DUNcAN. Fifty three percent of the non-embedded?

Mr. CULLERTON. Right. Our financial system, our personnel sys-
tem, our retirement systems, those sorts of things that are in our
corporate headquarters, if you will.

Mr. DUNCAN. So that was the non-embedded.

Mr. CULLERTON. Yes, sir. Non-embedded. And what we found
was 53 percent of those, I think it’s 158 to be exact that we have
gotten responses back, half of those, 79 of those were non-compli-
ant. So we are going to need to upgrade a significant number of
those non-compliant systems, either with new purchases, software,
that sort of approach.

Mr. DUNCAN. How are you affected by the embedded chips?

Mr. CULLERTON. The embedded chips, I must be honest, lags be-
hind. We have got a lot more progress in testing our PCs which
were sitting on top of your desk and easy to access and easy to test
and our software systems which were easy to get our hands
around, our non-embedded software.

The embedded software systems are much more difficult. That’s
why we have a team out at Dulles right now, going through every
building, every machine room with every building, trying to find
every microprocessor that belongs to a particular system and then
categorizing it. Once we have completed that survey, then we are
going to try to assess this assessment center or contact this assess-
ment center that CTA has to determine whether those units are
compliant or not.

What I can tell you is that of the 126 of those different systems,
ranging across the board, elevator, escalator, we have even in-
cluded our mobile lounges, our plane-mates that move you from the
terminal out to the concourses, our crash fire rescue equipment,
our snow removal equipment. We have gone that far that we have
assessed 89 of those. We found 23 of those to be critical. So those
are going to pop to the top of our list and those are the ones we
are going to be working over the next few months.

Mr. DUNCAN. You say 23 of those are critical.

Mr. CULLERTON. Yes, sir.

Mr. DUNCAN. What is the status of those 23 most critical at this
point? I mean to a non-technical person like me, there is a lot of
this that I don’t understand. I am wondering can you describe for
me in layman’s terms how big a task this is or how difficult this
is and what all you have to do?



79

Mr. CULLERTON. The way this airport authority, owning the two
airports, has attacked it is to—we have 12 vice presidential areas
within our organization. Each vice president was tasked by our
chief operating officer, Mr. James Bennett, to appoint a Y2K coor-
dinator that formed an ad hoc task force that he has appointed me
to be in charge of. So I have a person responsible for each of the
12 areas.

Under them, and particularly the people that are responsible for
the National Airport operations, the Dulles Airport operation and
our Office of Public Safety, which houses all of our police, fire re-
sources, they have formed an organization that support them. Ulti-
mately, it gets down to the foreman or the journeyman who might
be responsible for the heating, ventilating and air conditioning con-
trol found in the boiler chiller plant at National Airport. He then
becomes a part of our team and becomes what we call a system
owner. The task force supported by the CACI folks that are behind
me will then be working with him.

We have developed a questionnaire. We have gotten 89 of those
questionnaires back that ask for a myriad of information about
that system, so that we can then put that into a data base and be
able to track and identify all the components of that system and
ultimately after we have queried the vendor or used the remedi-
ation center that CTA has out in California, make an up or down
determination as to whether that system is compliant or not. If we
do get a determination that it is compliant but it’s a critical sys-
tem, we're still going to test it because it is important enough to
us to do that. So we are going to develop, we are going to apply
resources to that testing.

Mr. DUNCAN. So do you feel pretty good about where you are now
at this stage?

Mr. CULLERTON. If you had asked me that question 4 months
ago, I would have said absolutely not. Today we feel very good. 1
think we have got our hands around it. We have broken it up into
those four pieces, the PC piece, the non-embedded software piece,
the embedded software piece, and the external interface, and we’re
working those four concurrently. If we can solve each of those sub-
areas as we march along here into 1999, I think we will have the
two airport systems will function as we expect them to function on
January 1.

Mr. DuncaN. The biggest problem seems to be that from what
I have heard here today and from what 1 have read is that even
if a company does everything within its power, it's still got the
problem and an even bigger problem of making sure that all of the
suppliers and vendors—

Mr. CULLERTON. That is absolutely true.

Mr. DUNCAN. Because even the smallest business deals with so
many different—

Mr. CULLERTON. A class example is if we do everything right and
the airlines do everything right and FAA does everything right, but
if Pepco has a power outage, we buy all of our commercial power
for both airports from Pepco. Now we have stand-alone emergency
generators that can get us by for hours and in some cases maybe
days at a diminished level of service, but that can’t go on for a very
long time.



80

Mr. DUNCAN. How long could it go on? I mean I'll tell you, that
seems to me to be a pretty big concern about the power and the
utilities.

Mr. CULLERTON. At National, because as you are well aware I'm
sure, we have upgraded and we have the new terminal there, one
of the components of the Capitol Development Program was to in-
clude an emergency generation capability, so that we can provide
about 80 percent of what we have for an extended period of time
at National. We don’t have that same opportunity at Dulles. We
have two 550 kilowatt white generators which we are having our
prograin to upgrade to double their capacity eventually, but that
won’t be on-line by the time the Y2K problems hits us. That system
will basically only handle what we call the essential load, basically
the airfield lighting system, some interior lighting within the build-
ing so that you could exit and enter appropriately. But that would
be a very diminished level of service if we got into that situation.

Mr. DUNCAN. What about you, Mr, Greenlee? What about Wich-
ita? What if the power went out for a few weeks, let’s say?

Mr. GREENLEE. We are dependent upon in our terminal building
area we are dependent upon two gas fired generators. We are in
the process right now of upgrading those generators. In our airfield
system, likewise, we have two generators, one that could run the
airfield at approximately 80 percent capacity as far as lighting is
concerned indefinitely. It's gas powered. The other one, which is a
diesel powered generator, can also run the airfield at approxi-
mately 70 percent capacity. So we are dependent upon those. Those
are some of our mission-critical items that we have checked and re-
checked and continue to check as far as embedded chips.

The testing has to be continuous as people come in and do main-
tenance on these items and those types of things. We have to go
back and make sure that what they replaced are repaired the item
with is compliant with the year 2000 procedures. Of course we
have tried to tie all of our vendors to contract clauses that simply
say that they will not do anything that isn’t year 2000, but still it
doesn’t relieve us from the obligation of making sure that what
they are doing is compliant. It is a continuous effort.

Mr. DuNcaN. I mentioned in my opening statement, I am pretty
sure it was in U.S. News and World Report that I read that the
Federal Reserve system was going to print $50 billion extra over
what they usually print because they feel so many people are going
to go down 2 or 3 months in advance and start withdrawing some
extra cash to tie them over and all of that. Are you going to take
some unusual or extra precautions just prior to the year 2000 ar-
riving or is that something that you will have to decide at a later
point as we get closer to it?

Mr. GREENLEE. I think in our contingency plans in almost every
area, security as well as making sure the lights are working or at
least working to the extent that is necessary to provide for the
safety and welfare of our users. Those contingency plans, say if
that doesn’t work, what are we going to do, and who do we have
to rely on to do those things, and what level of training do they
need. I mentioned earlier that we are in the process right now of
actually training people.
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Approximately 15 years ago, we had a tragedy in that our air
conditioning for our terminal building, all systems went down on
us. It was necessary to start writing tickets, for the airlines to start
writing tickets, because their computers didn’t work, by hand. They
actually had to call back retired individuals who still knew how to
do that type of thing and find forms and pieces of paper for them
to use to do it. Those are the kinds of contingency planning oper-
ations that we are undertaking to make sure that things work.

Mr. DUNCAN. How are you doing out there in Wichita? How
many passengers do you have each year now?

Mr. GREENLEE. We are right at 715,000 in-plane passengers per
year. So we are a small hub airport.

Mr. DUNCAN. Are you having trouble getting service in there? We
have gotten into that several times on the problems of the smaller
and medium-sized cities of getting service.

Mr. GREENLEE. We are very lucky in regards that we have a sig-
nificant number of airlines. Today I think it’s maybe 11 airlines
serve our community.

Mr. DUNCAN. That’s great.

Mr. GREENLEE. It’s the price we have to pay that we're concerned
with. So we are very lucky in that we have service. We have an
adequate amount of service. But we do have to pay an extraor-
dinary large price tag to fly from here to Wichita and back.

Ms. HALLETT. Of course, Mr. Chairman—

Mr. DUNCAN. Yes, go ahead.

Ms. HALLETT. I was just going to say, Mr. Chairman, if they
bought a 21-day or a 7-day ticket, it would be very inexpensive. It’s
all those businessmen and women who need to buy their tickets the
day before they fly that do pay the premium because we have to
save so many seats just for the last minute purchasers.

But, Mr. Chairman, I wanted to just not only comment on the
unbelievable work that MWAA has done. We did our two tests as
we launched this program at National and Dulles. It was one of the
best experiences we have ever had because not only were they so
cooperative, but we were able to work together to develop this pro-
gram. When you are starting something new, you need a guinea
pig. This is one of those exceptional cases where there were really
very few problems all in all. We learned together and we were able
to put together not only our inventory, but everything else that’s
going out into the field based on the two tests that we did at these
airports. So I think that is important.

But I also just wanted to mention with respect to the issue of the
embedded chips. We are working with suppliers to identify not only
the embedded chips at airports, but also in the airline system. A
good example, we have not only 5,000 suppliers on our list with
whom we are working, but we have meetings on October 15th with
the communications industry to determine just where we are going
from here, how we will do our end-to-end testing. So while there
may be something that we have overlooked, we do not believe that
is the case. It is just a matter of everyone being ready on time. Our
airlines expect to be ready, completely ready, with testing done by
mid-1999.

Mr. DUNCAN. Well, that’s good to hear. T'll tell you what, this
morning I spoke to an NTSB symposium and I didn’t have any
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breakfast. I haven’t had any lunch. I should do that more often, but
I am going to go get me something real fattening to eat.

Before I go, I am going to let Mr. Horn, I think has one more
question.

Mr. HORN. I have been the same way in the food department.

Well, one, I congratulate you because you put your finger on one
of the key problems nationally, which is the power supply. We have
tried to get answers out of some people. They are a little nervous.
Their lawyers tell them don’t say anything. I hope this legislation
that you and I and everybody else are talking about will go through
and solve some of that, free up some voices.

But what I am fascinated by is the lighting at the airports. Now
I happen to go almost every week between Los Angeles, LAX and
Dulles International Airport. When you tell me that they really
don’t have any generators out there, I am reminded that when I
first went to China in 1981, the lights on the airfield went on when
you were about 1,000 feet from touchdown, because hopefully you
were at the right airport, that was No. 1. You weren’t quite sure
where you brought it in. But my query is, could we bring in people
by instrument landing and get by on that if you didn’t have any
lights on the field? Could we land them by instruments?

Mr. CULLERTON. No.

Mr. COLEMAN. The Federal aviation regulations require that you
have lighting for your cues. So it is part of a precision landing sys-
tem.

Mr. CULLERTON. That’s correct. To make sure it’s clear, we do
have emergency generators at both airports that will handle the
airfield lighting system. The difference is that at National the
emergency system will handle a lot more. At Dulles it will handle
a little less more. But that is a critical part of what we determine
to be the essential load. So the two generators that we have in our
utility building at Dulles, and we test this usually on a monthly
basis, we drop the two incoming feeds and allow it to spool up and
take the essential lighting load just to test it, usually at a midnight
hour. It works. So you should not have to worry about that issue
at our two airports.

Mr. HORN. OK. I feel a little bit better. I just wondered on that
because I know planes have landed on instruments and been per-
fect landing, but I realize there’s a few other things.

Mr. CULLERTON. It is not in accordance with regulations. Under
maybe emergency conditions you can do that if there is a moon con-
dition out where you have a lot of ambient light that you can see
what you are doing, I suppose you could do that, but it’s not in ac-
cordance with the normal regulations.

Mr. Chairman, I would like to say that thanks to Ms. Hallett and
her program manager, Tom Brown, they really kicked us off into
this program back in I think the January/February timeframe, and
provided sort of the framework for our two airports to look at this
problem. So we are very appreciative of that effort. I know that’s
been exported to the top 156 airports in the country. So that was
a very good move on their part.

Mr. HORN. Any time you want me to read the staff into the
record—we have a tradition in the Government Management, In-
formation, and Technology Subcommittee that we recognize the
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staff. So we have tried to put it all together here, those that have
been involved. We'll start with my own subcommittee. J. Russell
George, staff director and chief counsel; Matthew Ebert, clerk;
Megen Davis, who is right behind me, is a GAO detailee and pro-
fessional staff member on loan, so we get all of their knowledge too.
And Mason Alinger, our staff assistant for the administrative side
of the subcommittee.

With the minority, we have Brian Cohen, professional staff mem-
ber for the Democratic minority on the committee. We have Jean
Gosa, who is minority clerk. Our faithful court reporter, I might
mention now if she hasn’t just given up, and that’s Sarah Swanson.
This has been a long hearing, Sarah. Thank you for staying
through it.

Jimmy Miller on Transportation, director of Transportation.
Donna McLean, right next to the chairman, who is counsel and
professional staff member. Then we have Adam Tsao, Mary Beth
Will, Tricia Loveland, John Glaser, Keven Sard, Cheryl
McCullough, all professional staff members for the Committee on
Transportation. And then Jeff Grove and Mike Bell and Ben Wu,
all professional staff and counsel for the Subcommittee on Tech-
nology of the House Committee on Science.

So we thank you all for all you have done to make this a success-
ful hearing.

Mr. DUNCAN. Well, thank you very much, Mr. Horn. As that list
points out, a lot of people have to be involved to have a successful
hearing. My dad said many years ago, he said, everything looks
easy from a distance. That is really the truth on most things.

So we thank you very much for being with us. You have been an
outstanding panel. That will conclude this hearing.

[Whereupon, at 1:37 p.m., the committees were adjourned, sub-
ject to the call of the Chair.]
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Statement of Congressman William F. Clinger, Jr.
former Chairman, House Investigations and Oversight Committee
on Aviation Industry's Year 2000 Program
before the House Y2K Task Force
September 29, 1998, 9:30 am
Transportation and Infrastructure Committee Room, Rayburn HOB

Mr. Chairman, thank you for inviting me to appear before the joint heanng of
three House committees in the form of the Y2K Task Force.

As the former chairman of the Government Reform and Oversight Committee and
a former member of the Transportation and Infrastructure Committee, I feel at home on
the first floor of the Rayburn House Office Building. I spent my entire Congressional
career --- nine terms --- in these surroundings and its good to be back. Additionally, i
spent many years as a member of the Aviation Subcommittee and --- when the
Republicans were in the minority --- as its Ranking Member.

Today, however, I return as a private citizen and as a board member of the
Aviation Safety Alliance which was organized by the aviation industry through its trade
association as a non-profit group consisting of aviation professionals and unaffiliated, but
hopefully knowledgeable, individuals such as myself. ASA is dedicated to advancing
aviation safety and public awareness of safety issues to produce a stronger, safer aviation
system. Of the many critical issues before the aviation industry, and therefore the
American travelling public, none has more far-reaching implications than those
associated with the Year 2000 problem.

Recognizing the critical nature of the Y2K problem -- as well as the
interdependency and commonality gmong airlines, government agencies, airports,
suppliers and affiliated aviation organizations -- the aviation industry established a
collaborative program for assessing preparedness, completing necessary remediation, and
ensuring the industry will be Y2K compliant and safely operational by the Year 2000.

While recognizing that much remains to be done, I am pleased to have this
opportunity to appear before the Task Force to applaud the aviation industry's significant
progress and success in moving toward that goal. That success, in no small part, is the
result of the outstanding leadership that Administrator Garvey has brought to the FAA's
Y2K program. Under her direction, and with a commitment to open, honest
communication, the FAA has accelerated its testing and remediation programs and made
remarkable progress in moving hundreds of mission-critical systems toward Y2K
compliance. Among these systems, the Host computer, which supports controller
displays at the nations 20 en route centers, underwent exhaustive Y2K testing and will be
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fully functional on January 1, 2000. Current estimates suggest that the FAA will indeed
reach their goal of 99% compliance by September 1999.

Equally admirable, I think, is the success of the airline industry’s Y2K Program in
working with suppliers, airports, critical government agencies to identify, and when
necessary, encourage appropriate solutions. In 1997 the airline’s trade association, the
Air Transport Association, established a dedicated Y2K program. The purpose of this
program was to support a comprehensive method to ensure air travelers and shippers that
their access to air transportation will be safely maintained through all of the important
Y2K deadlines. Indeed, the president of ATA, Carol Hallett, will be before this body
later today to discuss the airline industry’s Y2K efforts.

I was talking with some of my former colleagues about the Y2K issue earlier this
year and was amazed to learn that a significant number of federal agencies as well as
private industries have been perilously slow to react to challenges posed by the Y2K
problem.

Thankfully, however, the safety of our air transport system will be assured.
Under the leadership of dedicated aviation professionals in govemment and the private
sector, aircraft will fly safely throughout 1999, the year 2000 and beyond. Indeed,
commercial aviation can be held up as an exemplar of how Y2K problems should be
addressed.

Before others report to you on specific Y2K program progress, I would like to
take this opportunity to emphasize the importance that information sharing, cooperation
and communication have played in helping the aviation industry to approach their goal of
Y2K compliance. While the individual accomplishments of the airlines, government
agencies, airports, suppliers and affiliated organizations are themselves remarkable, the
collaborative efforts of those organizations -- working cooperatively not competitively --
has enabled them to pool their resources and overcome incredible obstacles in unified
pursuit of a goal that once seemed unattainable.

And that is the most important message that other industries -- and government
agencies -- can take away from commercial aviation. It’s important to work together
with combined resources to attack this critical and widespread problem.

Certainly, there are still challenges ahead. But the progress of the last six months
has demonstrated the aviation industry's continued commitment to safety and dedication
to excellence. As we chart a course for the next millenium, I feel confident that we will
continue to provide the safest and most reliable system of transportation in the world.

i
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Thank you, Mr. Chairman. The Regional Airline Association appreciates the opportunity
to appear before the committee today.

RAA and others in the aviation industry are aware that the technology that provides our
outstanding national air transportation system is crucial to the safety and efficiency of aviation.
We also know that we must ensure that this technology will be capable of providing the same
level of performance beyond the year 2000. The aviation community recognizes this and has
been working to ensure we have this capability.

[ will now describe the efforts of the RAA.
RAA MEMBER AIRLINE PLAN FOR THE Y2K TRANSITION

RAA members, which include airlines and suppliers, are participating in both individual
and industry initiatives to address the issues associated with ensuring that the technology
dependent on software and processors will function safely and efficiently in the Year 2000. At
the direction of the RAA Board of Directors, RAA staff has participated with the Federal
Aviation Administration on ATC issues associated with Y2K. RAA has also been directly
involved with the excellent efforts of the Air Transport Association on airport readiness. RAA
members are working directly with their suppliers, with some assistance from RAA staff, to
confirm that their aircraft and support for the aircraft will operate safely in the Year 2000.
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RAA AND THE FAA AIR TRAFFIC CONTROL SYSTEM

RAA staff participated with FAA staff and other ATC users as we collectively examined
the FAA Air Traffic Control System components. As the Committee knows, they were basically
categorized into three elements. The three categories are equipment which is critical to safety of
flight, equipment contributing to the efficiency of flight and all other systems. RAA agrees with
and supports the FAA determinations on the allocation of their resources.

RAA attends and participates in the quarterly FAA “Industry Days” and is prepared for
increased involvement with the FAA if the status of issues require additional attention. Last
week at a RAA meeting on Year 2000 issues, FAA representatives briefed our member airlines
on the status of their ATC plan.

RAA will work with FAA as necessary to assist in our mutual realization of a fully
implemented Y2K program by June 30, 1999.

AIRPORT COMPLIANCE WITH Y2K

Early this year, the Air Transport Association invited RAA to participate with them in the
development of materials to provide to airports which are served by RAA member airlines but
not served by ATA member airlines. RAA and its members accepted this very generous offer as
both ATA and RAA recognized that a coordinated effort to provide assistance and resources to
many of the smaller airports would be a benefit to ATA and RAA but mostly would benefit the
air traveling public.

RAA contributed to the development of the training and checklist materials, collectively
known as the “Tool Kit” which will be provided to several hundred airports in the country,
including those that are served by RAA member airlines. As a point of reference, there are 703
airports in the United States which receive scheduled airline service. Of those 703 airports, 514
are served exclusively by regional airlines. Within the 48 states, 289 airports are served
exclusively by regional carriers. The ATA initiative to provide these resources to the smaller
airports is extremely praiseworthy and important to the success of this element of Y2K
preparation

Our member airlines are in the process of being advised of the delivery of the ATA
developed Tool Kit to the airports and are prepared to assist the airports in performing their
assessment of their needs to prepare for Y2K.
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AIRCRAFT AND ASSOCIATED SUPPORT EQUIPMENT

RAA members have agreed that each individual supplier is responsible for advising its
customers of the Y2K status of its products. This includes aircraft, aircraft components and
support equipment such as maintenance testing equipment, aircraft components tracking and
systems for maintaining records for repairs and other maintenance and operations functions.

RAA staff is in the process of identifying a list to provide to members, of suppliers which
are providing airlines with Y2K status assessments. The information RAA would provide to
members would include the supplier’s Y2K contact and web site address if available. This
initiative is intended to expedite the communication between our members and the suppliers.

SUMMARY

The commercial aviation industry including airlines, airports and suppliers recognize the
crucial importance of proper preparation for the transition to the Year 2000. RAA will
communicate continuously with its members through meetings, mailings and electronic
communications to augment the resources of members to prepare our industry for the year 2000.
We will work with FAA and with each other to ensure a safe, reliable and efficient air
transportation system throughout 1999 and into 2000.

Thank you.
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Testimony before the House Subcommittee on Aviation

Richard C. Cullerton
Assistant Vice President for Engineering
Metropolitan Washington Airports Authority

September 29, 1998

Good morning Mr. Chairman and Members of the Subcommittee, I am Richard Cullerton,
Assistant Vice President for Engineering at the Metropolitan Washington

Airports Authority (Authority). Thank you for the opportunity to appear before the House
Subcommittee on Aviation to inform you of the Authority program to address the Year 2000
(Y2K) problem. First, I would like to tell you about the Authority. The Authority operates both
Ronald Reagan Washington National Airport (National) and Washington Dulles International
Airport (Dulles) . Together, both Airports moved over 30 million passengers in the past year.
Clearly, Y2K problems would have a major travel impact in this region. For that reason the
Authority established a Task Force to address potential Y2K impacts. The Task Force is
supported by our Information Technology Consultant - CACI. The Authority has developed a
plan of action, has broken the problem into manageable areas and has made significant progress
over the past six months in addressing the Y2K problem. The following discussion covers the
Authority’s organization, plan of action, work breakdown structure, current progress and future
work.

]

On April 14,1998, Mr. James E. Bennett, COO, appointed me as the Authority’s Year 2000
(Y2K) Program Manager. Each of the 12 Authority offices plus our Capital Development
Program Manager - Parsons Management Consultants (PMC) were directed to appoint a Y2K
Coordinator to form the Authority’s Year 2000 Task Force (Attachment 1). On April 30, 1998,
the twelve Authority Coordinators and the PMC Coordinator met to kick off the Y2K Program
and to assign tasks and responsibilities. Each of the major components such as National Airport,
Dulles Airport and the Office of Public Safety developed a supporting organization representing
all their functional areas. In addition, our Information Technology Consultant, CACI was tasked
to provide Y2K support personnel.

Plap of Action
The Authority has implemented a remediation approach based on the GAO format that
encompasses five phases:

. Phase 1 Awareness

. Phase 2 Assessment

. Phase 3 Renovation

. Phase 4 Validation

. Phase 5 Implementation

The Awareness Phase has essentially been completed. The Assessment Phase is underway
thanks to a joint undertaking with the Air Transport Association (ATA) that resulted in
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the development of an Airport Functional Area Breakdown (Aftachment 2) and an initial
inventory of systems potentially impacted by the Y2K problem. The Renovation Phase is
underway with the upgrading of personal computers and will continue with software and
embedded system upgrading. An embedded system is one where a micro processor is
incorporated into a system to perform a dedicated, pre-programmed function - a micro processor
that controls a building heating, ventilating and air conditioning system, for example. The
Validation Phase will test the compliance of our major hardware, software, and embedded
systems. Finally, the Implementation Phase will ensure all systems and their dependencies are
upgraded to validated Y2K configurations and that those configurations are maintained through
the year 2000 rollover. A plan for this phased approach over time is in Aftachment 3.

Work Breakdown Structure
The Authority has divided the Y2K world into four areas - Personal Computers (PC), software,
embedded systems, and external interfaces. Each area is being worked on concurrently.

There are approximately 796 personal computers in the Authority. 784 of them have been tested
and 780 or 98% have been found to be Y2K compliant. Only four personal computers were
found to be noncompliant so far. Each new computer purchased during the next 15 months will
be tested. It is safe to say that our PC area will not be a problem.

The Authority has identified 296 software packages and systems that are in use. Most of these
software systems are commercial-off-the-shelf products. Developers of these software products
are being contacted to determine if their products are Y2K compliant. As of September 18,
1998, responses (letters ‘and other supporting information) have been received on 158 (53%) of
these software packages/systems. The responses indicate that 79 software products were
compliant and 79 were not compliant. In over half the noncompliant responses, an upgrade to a
more current version of a product was recommended. The Authority is well on its way with its
software certification program and has begun the process of renovating identified problem
software.

The embedded area involves 126 systems located at National Airport, Dulles Airport and within
the Office of Public Safety. Embedded systems are being identified and remediated using a top-
down process. This entails first defining the Authority’s functional areas, such as Facilities
Maintenance or Airport Services. Next, the embedded systems that support each of the
functional areas are identified. For example, Heating, Ventilation, and Air Conditioning
(HVAC) and Fire Alarm systems support Facilities Maintenance, while Elevator and Escalator
systems support Airport Services. Each embedded system is assigned a System Owner, usually
the person who is responsible for the operation and maintenance of the system. The System
Owner works closely with the Y2K Task Force in preparing for the year 2000. The next steps
are to conduct an inventory of the embedded system components (an initial inventory of
components indicated we might have as many as 1,000), and to contact the respective vendors
for information about Y2K compatibility. Based on the information gathered, the System Owner
assists in preparing a Renovation Plan that lays out what has to be done to make the system Y2K
compliant. The highest risk systems will be scrutinized most closely and treated most urgently,
and resources for system repair will be made available accordingly.
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The Authority also has dependencies which are outside its control. These are collectively called
external interfaces. The bulk of these dependencies concern utility providers, such as Virginia
Power, Columbia Gas, Bell Atlantic and the Arlington and Fairfax County Water Authorities.
Non-utility dependencies include the FAA and user airlines, as well as fuel providers, fixed base
operators, and Metrorail. Even a partial failure of any of the extemal interfaces has the potential
to radically affect airport operations. The Authority has contacted its providers and are working
with them to achieve mutual preparedness. The Authority is dependent on their efforts to prepare
for the year 2000 and will continue to coordinate with them to help ensure that the interfaces
between our organizations are compliant.

Progress to Date

The Authority actually began the Y2K effort in October 1997, when the initial software
inventory was identified by the Information Systems Department. In January 1998, certification
letters to software vendors were sent out. In February 1998, the Authority participated in a pilot
program with the ATA to identify all airport Y2K systems. ATA, using Price Waterhouse,
evaluated both Authority airports and developed an inventory of over 500 potential non-
compliant Y2K systems components. In March 1998, the Procurement Operations Department
required Y2K compliance language in all future Authority procurements. A Y2K training
program, by the Building Owners & Managers Association (BOMA) was conducted for the
Authority Task Force. Thirty one employees were trained in the Y2K process. In addition, the
Authority has increased its consultant support level to seven to provide assistance to Dulles on
finishing the embedded component inventory.

Future Work

The Authority’s initial goal is to complete the remediation program by August 1, 1999. This
allows a five month period to handle unforseen problems that may arise. Ultimately the final
goal is to have all critical systems remediated by December 31, 1999. Remediation will involve
considerable component repair, replacement and overall system validation. Because the Y2K
problem is a unique experience to airports, establishing a budget is one of the most difficult parts
of this effort. There are no models or past experience to serve as a basis for establishing a
budget. Instead the Authority is collaborating with other airports and aviation organizations, and
continuing to collect Authority field data to establish budgetary numbers. For 1998 $1.1 million
has been reprogrammed to cover consultant support costs and system upgrades. The bulk of the
remediation and testing will occur in 1999 and will be budgeted from the Repair &
Rehabilitation Program. The Authority is estimating a $6 million budget.

The Authority has recognized the problem, formed a Task Force to attack it, provided consultant
support, and established a strategy to concurrently work both hardware and software issues. The
Authority feels confident that it can resolve the critical system issues over the next 16 months.
The objective is to ensure that both of our Airports operate normally on Saturday, January 1,
2000.
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STATEMENT OF THE HONORABLE JANE F. GARVEY, FEDERAL AVIATION
ADMINISTRATOR, BEFORE THE HOUSE COMMITTEE ON TRANSPORTATION
AND INFRASTRUCTURE, THE HOUSE COMMITTEE ON SCIENCE,
SUBCOMMITTEE ON TECHNOLOGY, AND THE HOUSE COMMITTEE ON
GOVERNMENT REFORM AND OVERSIGHT, SUBCOMMITTEE ON
GOVERNMENT MANAGEMENT, INFORMATION, AND TECHNOLOGY.
SEPTEMBER 29, 1998.

Chairman Duncan, Chairman Horn, Chairwoman Morella, and Members of the
Committees:

I appreciate the opportunity to appear before you this morning to discuss the impact of
the Year 2000, or “Y2K,” technology problem on the aviation industry and Federal

Aviation Administration (FAA) efforts to address Y2K readiness of our systems.

Let me reassure you that the FAA is dedicated to making sure that the advent of the new

millenium will not bring any compromise in aviation safety with it.

1 have given my commitment to the American public, and now commit to you, their
representatives, that aviation safety will not be compromised on January 1, 2000, or on
any other day. In fact, addressing the Year 2000 technology problems is one of my
highest priorities. In February of this year, I changed the FAA’s approach to the Y2K
problems. In assessing where the FAA was in solving the Y2K problems, I found that
one line of business within the FAA, Air Traffic Services, had developed a successful
approach that involved centralized management, with a clear plan, process, and
milestones. I made that the model for the rest of the agency and created an agency-wide

Year 2000 program office reporting directly to me. I asked the manager of the Air Traffic
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Y2K program, Ray Long, to head the new agency-wide office. Under Ray’s guidance
and leadership, Air Traffic Services did not miss a single Y2K deadline, and now that

he’s leading the FAA program office, we have closed a significant gap in the Office of
Management and Budget’s (OMB) Federal Y2K compliance schedule, and continue to

move steadily toward our final solutions.

Our teams in the field have already assessed every system in the FAA ~ not just mission-
critical systems that are absolutely necessary to the FAA’s commitment to aviation
safety, but every single system. We are now completing our renovation phase, where we
actually make modifications to the systems that need them. By tomorrow, September 30,
the OMB deadline for renovations, the FAA is scheduled to complete renovations of 99%
of all required systems, subject to review by the Department of Transportation’s (DOT)

Office of the Inspector General.

With respect to the HOST computer system, one of our core air traffic control systems,
with the help of our vendors we havg developed a well-defined strategy for the successful
transition of the HOST computer into the next century. The existing system is scheduled
to be completely replaced by the year 2000. However, as a contingency to HOST
replacement, we have already completed renovations of the existing HOST as of July 31,
two months ahead of OMB’s September 30 renovation deadline. If there is a need for
the HOST to be operational in the Year 2000, we are assured that it will transition to the

new millenium in a routine manner.
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We have already started our next phase, validation, or testing of individual components
and systems, for some systems. Validation will begin in earnest next month. In addition
to our validation process that incorporates General Accounting Office (GAO) guidelines,
we are planning comprehensive end-to-end tests, which test the interrelationships of
systems and whether individual fixes of components will work together as a whole.
These end-to-end tests will be conducted at our Technical Center in Atlantic City, which
can simulate any of our Air Traffic Control Centers, and at operational facilities in
Denver. These end-to-end tests will reinforce our assurance that individual system fixes

will work together in an operational environment and thus ensure aviation safety.

As we continue our wider repair efforts, we are on schedule to have the majority of our
systems compliant within the DOT’s and OMB’s deadline of March 31, 1999. All FAA
systems will be fully compliant by the end of June 1999, a date that we have accelerated
from our original estimate of November 1999. In early October of this year, with
renovation successfully behind us, we will evaluate our schedule once again to accelerate
it, wherever possible, to meet the deadline of March 31, 1999, which OMB has
established as the date that mission-critical systems government-wide will be Y2K-

compliant.

We have overcome many obstacles to get where we are today, and I am very proud of the
work that we have been able to accomplish thus far. Nevertheless, we recognize that we
face many other challenges in the months ahead. We have strengthened our program

management by teaming with an outside business partner, Pricewaterhouse Coopers,
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which has the expertise to support us through the management and oversight of this
project. In doing so, we have been able to better focus the strengths of FAA personnel,
such as extensive knowledge of the National Airspace System (NAS), and successfully
leverage our technical resources. We have been able to make such significant progress
because we have taken this new approach. But let me say, Mr. Chairmen/Chairwoman, 1

am not overconfident — and I won’t be until January 2, 2000.

At this point, I'd like to turn the focus of my remarks today to our collaborative work
with our industry counterparts. First, I'd like to say a few words about our plans for
collaboration with our labor partners. In June, we briefed the National Air Traffic
Controllers Association (NATCA), the Professional Airways Systems Specialists
(PASS), and the National Association of Air Traffic Specialists NAATS) on our Y2K
efforts. On September 18, we initiated discussions with all labor groups to strategize our
Y2K contingency planning. We have also scheduled a follow-up meeting with these
groups on October 8-9 to collaborate on our contingency planning activity. These
meetings will enable us to complete'the FAA Business Continuity and Contingency Plan,
the agency-wide contingency plan, by the end of the year. The contribution of our

workforce is essential to completing this activity.

We have also made great strides in our partnerships with the aviation industry, both
domestically and intemnationally. The FAA sponsored an “Industry Day" in June of this
year, and we have scheduled another for late October. These Industry Days bring

together key stakeholders from all sectors of the aviation industry to raise awareness and
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work together to solve Y2K problems that are specific to aviation safety and efficiency.
Our June Industry Day included participants from the FAA, as well as representatives
from airlines, airport authorities, aircraft manufacturers, the communications field, and
international groups. The agenda focused on identifying Y2K issues with our industry
partners, and potential solutions to those issues. Over 120 attendees from all sectors of
the aviation community attended, and I think it’s fair to say that we all felt that the
information and cooperation that we generated was beneficial for all of us. For our
upcoming Industry Day, we are planning to invite a full range of representatives from the
aviation community. Our focus on that day will be the status and progress of our industry
partners, the external activities of the FAA, and the FAA's next steps towards validation

testing of FAA systems.

We have formed an airport industry working group to facilitate a clear understanding of
airport Y2K issues within the airport operator community, and we have developed an
Intemet web page for the dissemination of Y2K airport information and guidance. We
have communicated with manufacturers of critical airport systems stressing the need for
their products to be Y2K compliant and asking that pertinent information be sent to
affected airports and FAA. We have developed and distributed a comprehensive airport
system list to over 5,000 public airports to help them identify and correct Y2K issues, and
are currently developing a letter to FA A-certificated airports outlining responsibilities for
assessing and remediating Y2K problems. We have also made every effort to include

them in our Industry Days to make sure that their specific concerns are raised.
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In these airport outreach activities, we have learned that some airports, particularly
smaller airports, are having difficulty with Y2K compliance because they lack the
resources to hire the necessary personnel with the unique expertise to conduct
assessments of their existing airport facilities, technology systems or equipment. In an
effort to aid these airports, we are proposing an amendment to the FAA reauthorization
bill now pending. This amendment would provide authority during Fiscal Year 1999
only for airports to use their Airport Improvement Program (AIP) entitlement grants or
State apportionment funds to assess all the existing airport facilities, technology systems
or equipment owned by the airport, whether or not such systems are normally eligible for
AIP assistance. This will enable these airports to discover the scope of their Y2K
problem. Our estimate is that, with this new authority, airports may use as much as $100

million from their existing AIP resources to accomplish this task.

Finally, our work in the international arena has been an important focus of our Y2K
efforts. In April of this year, we issued a Year 2000 International Project Plan,
implementing coordination with intgrnational partners. We are working closely with the
International Civil Aviation Organization (ICAO) to raise awareness of Y2K issues in the
international community. We have assigned a full-time FAA employee to work with
ICAO in their Montreal, Canada office, to offer guidance and support in any way we can.
This month, I represented the FAA at ICAO’s General Assembly in Montreal. There the
United States sponsored a formal resolution that will require a Notice to Airmen
(NOTAM) for Y2K from each nation to provide public assurance of the validated safety

of their systems through the year 2000 date change. We also cosponsored another
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resolution that will require ICAO to develop and publish international Y2K assessment

criteria, along with status information they have obtained.

We have also initiated informal working groups with different international entities to
solve common Y2K problems. We recently completed a testing agreement with Canada
and are currently coordinating an agreement with Mexico, to test data exchanges and
directly interfacing air traffic control systems to ensure that travel between the U.S. and

these countries continues to flow smoothly at the turn of the millenium.

In summary, I want to say that although I am pleased with and proud of the progress that
the FAA has made in solving our Y2K problems, we do recognize that Y2K presents a set
of problems we have never encountered before, and that there are differing views as to
how those problems should be defined and solved. We also recognize that different
stakeholders will have widely ranging resources and expertise in solving Y2K problems.
The FAA is committed to doing whatever we can within the scope of our authority to
assist the members of the aviation industry to make a smooth transition to the new

millenium.

I would also like to take a moment to thank you, the Chairmen and Members of the
Committees, for helping all of us in government and industry to find the solutions to Y2K
problems. Your invaluable oversight has been instrumental in our success in dealing with
the Y2K technology problem and encourages everyone to work collaboratively to ensure

that our transition to the new millenium is successful. The work of your Committees and
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our partnerships with industry are generating awareness, and generating action and
results. This is an immovable deadline that we have to meet together, and with your

guidance, I am sure that we will make it.

1 appreciate the opportunity to address the Committees this moming, and I would be

pleased to answer any questions you may have.
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BY

DWIGHT W. GREENLEE

The year 2000 (Y2K) problem is one of two-digit century recognition by computerized
devices which perform certain activities dependent upon the specified date. This problem
has been created by programmer efforts to make systems as efficient as possible. Other
dates. such as; 12/31/1998, (09/09/1999, 12/31/1999, 02/28/2000, 02/29/2000,
03/01/2000. 12/31/2000 and 12/31/2027 may also cause problems due to the systems
failure to recognize leap years and other technical computer programming reasons.

When a computerized system is required to retrieve the correct date it may not recognize
the two-digit date and generate erroneous results or shutdown entirely.

Given the limited time remaining (459 days), it has become critical management at all
levels prioritize their resources to assure “mission critical” systems perform as required.
This is why the Wichita Airport Authority (WAA) joined with others to pool resources to
solve this problem. In February of 1998, WAA joined with the City of Wichita and
others to coordinate efforts. It is now time, in a spirit of cooperation and information
sharing. for the nation and the world organizations to join.

Cooperation requires commitment of funds, people and sharing of information. As long
as fear of legal action and exposure to additional liability exists, organizations find
themselves in an approach/avoidance state. To relieve this dilemma, it is necessary to
pass legislation such as that which is currently proposed.

The announcement of a Web site furnished and maintained by EDS is a step in the right
direction. It is reported the site contains information concerning 125,000 items
representing 3,000 vendors. [ have accessed this site and found it useful. It is necessary
to expand this data base to include test criteria, remediation procedures and
documentation.
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Y2K compliance procedure is costly and organizations are forced to find the money. The
Wichita Airport Authority is faced with an approximate quarter of a million dollar
expenditure. This expenditure is in excess of a planned $800,000 project to replace
legacy computer systems. Small airports do not have a quarter of a million dollars
readily available. It is necessary to issue debt financing, apply for Airport Improvement
Program funds (AIP), to include the request in a Passenger Facility Charge (PFC)
application or all of the above. At this time, I do not believe that many projects necessary
to obtain Y2K compliance for “mission critical” applications are eligible under the AIP
or PFC programs. If the programs are eligible, their priority is so low as to render the
funding not available. “Mission Critical” Y2K projects at airports need to be placed at
the top of AIP and PFC priority schedules.

The application process for AIP and PFC funds is time consuming and once the moneys
are assured the purchasing procedures can prolong a project for 60 to 90 days. A fast
track process should be formulated which allows all necessary assurances to be made and
eliminate delay. This type of procedure could be applied to areas, such as; utilities,
security, environment and airfield related safety systems and equipment.

A vast majority of Airports carry General Liability insurance. It is questionable whether
this insurance will cover claims resulting from failures due to Y2K problems. Certain
insurance providers are requiring the insured to provide additional information
concerning their facilities, systems and management procedures. If the response to these
questions is satisfactory, the insurance provider will issue coverage for an additional
premium. It is our desire to resolve Y2K problems prior to reaching the stage of liability
claims. A resource, such as the environmental insurance fund, should be considered.

Sharing of information resources is imperative at this time. Industry organizations are
sponsoring informational meetings. These meetings are instrumental in development of
information networks leading to solutions. The coordination and dissemination of
documented information should be assigned to a responsible entity consisting of industry
representatives, technology experts, manufactures and vendors. Funding activities of this
group should come from government, the technology industry and other industries whom
stand to gain. All of us are going to expend a great deal of resources solving this
problem. If we unite, the problem can be solved faster at a much higher level of
efficiency and effectiveness.
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and the Science Subcommittee on Technology
On the Year 2000 Efforts of the Aviation Industry
September 29, 1998

Mr. Chairman and members of the subcommittees, I am Carol Hallett, President
and Chief Executive Officer of the Air Transport Association of America. I appreciate
the opportunity to appear before the subcommittees to discuss today the Year 2000
readiness of the air transportation industry. The Air Transport Association represents

twenty-three U.S. flag carriers and five foreign flag airlines.'

As we race closer to the Year 2000, the public’s interest in the readiness of key
industries will undoubtedly intensify. Aviation, a headline grabber on the busiest of news
days, is without question at the forefront of many people’s minds. Based upon the
programs we have implemented, I am confident that the aviation system will operate
safely on December 31, 1999; on January 1, 2000; and beyond. Our industry, from the
CEOs down through the ranks is aware of what has to be done and the timeframe in

which the work must be completed. Unsafe operations are anathema to all of them.

! The Member airlines are: Airbomne Express, Alaska Airlines, Aloha Airlines, America West Airlines,
American Airlines, American Trans Air, Atlas Air, Continental Airlines, Delta Air Lines, DHL Airways,
Emery Worldwide, Evergreen International Airlines, Federal Express, Hawaiian Airlines, Midwest Express
Airlines, Northwest Airlines, Polar Air Cargo, Reeve Aleutian Airways, Southwest Airlines Co., Trans
World Airlines, United Airlines, United Parcel Service, and US Airways. The Associate members are
Acromexico, Air Canada, Canadian Airlines International, KLM — Royal Dutch Airlines, and Mexicana.
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As part of the industry’s Y2K readiness efforts, contingency plans are being made
for every conceivable adversity from spot fuel outages to localized ATC outages to

failures in the regional electric grid.
In short, we will be ready, we will be flying, and we will be flying safely.

Alrlines and the Year 2000 Problem

The Year 2000 Problem is one that the airlines individually recognized as a
technical and management challenge several years ago. Collectively, the industry has
been working on an awareness program for airport operators and suppliers since last
autumn. We believe we have a good story to tell about the state of the airline industry

relative to the Year 2000 Problem.

viati ’s Collal \
Each of our member airlines, passenger and cargo alike, has established a Year
2000 program to address its internal operational and business systems, and each of the
members of ATA is making good pro‘gress towards having their internal systems repaired
in early to mid 1999. However, the nature of the airline industry is such that every day,
each airline relies on hundreds of outside entities, from the Federal Aviation
Administration (FAA) to airport operators to the large and small commercial suppliers

(including other airlines) in order to deliver their product or service.
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Recognizing this extensive interdependency and commonality, the ATA Year
2000 Program was created to assist our members in determining the Year 2000 status of
common, critical suppliers. Because so many airlines use so many of the same vendors, it
made sense for the airlines to have ATA gather this information once and disseminate it
to the airlines. Armed with these facts, each airline can then concentrate on analyzing the
data and making business decisions about the availability of the goods and services it

needs to provide safe operations.

In addition to establishing the ATA program, the airline industry has embarked on
a similar program through the International Air Transport Association (IATA), based in
Geneva, Switzerland. That program will determine the Y2K status of each of the 185 Air
Traffic Service providers worldwide, as well as hundreds of international airports around
the world. Finally, ATA has entered into an agreement with the Air Transport
Association of Canada (ATAC) to inventory the Y2K readiness of systems at major
Canadian airports. All together, over 300 airlines worldwide are engaged in a
cooperative effort to determine the Y2K readiness of the aviation industry as a whole, so

that it will be as safe to fly on January 1, 2000 as it is today.

The ATA program is broken into four major elements.

rnmen ci

There are a handful of Federal Government agencies that have a direct impact on

the ability of airlines to deliver their product daily: FAA, Customs Service, Immigration
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and Naturalization Service, Animal and Plant Health Inspection Service and the National
Weather Service. We are working with each of these agencies on two fronts. First, we
are looking over their shoulders at their Y2K plans and their progress in meeting their
goals. Second, we are working with each agency to facilitate any end-to-end testing that
might involve the airlines and their various systems in order to assist uninterrupted
business flow at the millennium change. As you know, the Y2K repair process can take
several different forms, and it is important that systems that currently work together
continue to do so after repairs are made. End-to-end testing helps to verify that these

systems will remain functional, and is a vital element of any Y ear 2000 program.

U.S. Customs Service, Immigration and Naturalization Service, and APHIS

Each of these agencies has been most helpful in working with ATA and the
airlines on the Year 2000 problem. The interactions between these agencies and the
airlines are mostly related to the movement of passengers and cargo either before or after
an airplane lands; therefore, they each impact on airline’s ability to operate. We, of
course, are concerned about the operational issues: Will passengers or cargo suffer long
delays because one or more of these ;genciu must revert back to manual processing on
January 1, 2000? We have met with each agency separately to review its work pla.ﬁs and
to determine what interfaces exist with airline systems, and we believe that the scope of
the problem is minimal. We are now working with these agencies to assemble a joint
review to determine the feasibility, necessity and timing of any required end-to-end

testing with the expectation that processing delays will not occur.
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National Weather Service

The National Weather Service has identified eight systems that might affect
airlines or FAA weather data processing, and is on track to repairing these systems.
More importantly, NWS has already posted on its Website the test data that airlines and
other end users of NWS weather products might need to ensure that their own repairs are
compatible with the repairs made by NWS. FAA and NWS (along with the third party
vendors of NWS products) and the airlines are working together to ensure the robustness

of weather forecasting and associated real time information flows.

Federal Aviation Administration

While we are concerned about the Y2K health of the entire FAA, we have
focused most of our attention on the FAA Air Traffic Control system. That entity has the
most profound impact on the operations of the airlines: we cannot move an airplane from

the gate without the permission of the FAA.

Mr. Chairman, as you know, ATA does not shy away from criticizing FAA
actions with which we find fault. We have on occasion found ourselves at odds with
FAA and DOT over issues large and small. But our efforts have always been designed to

be constructive. Therefore, let no one misunderstand our perspective:

FAA has the Y2K problem under control and it appears, today, that FAA will be

ready in early to mid 1999 for the miliennium change.
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While we do not completely agree with the schedule FAA has laid out for
completing its work, we have confidence in their plan. Nevertheless, the airlines are
putting their contingency plans into place, not only for spot outages within the ATC
system, but also for spot electrical utility and telecommunications failures, fuel
distribution problems, and a host of other contingencies. Let me stress, though, that these

are contingency plans that we hope will never have to be implemented.

ATA began meeting with the FAA’s Year 2000 Program Director, Ray Long, last
fall when he was the program director for the FAA Air Traffic Services Y2K program.
Mr. Long made a commitment then to ATA and the airlines that he would be completely
open and honest about his progress in getting the ATC system fixed. He has kept his
word. Moreover, Mr. Long committed to providing us any information we needed in
order to make our assessments of the FAA’s Y2K status. He has kept his word. Perhaps
most importantly, he committed himself and his staff to be responsive to any criticisms
that we might have about the FAA program. In this regard, too, he has kept his word.
Every issue we have raised has been responded to in a positive fashion.

.

Our first concern was the Host Computer System. Last fall, news reports surfaced
that IBM said the Host Computer, which FAA uses to help keep airplanes separated at
altitude, would fail. As it turns out that is not what IBM said at all; the letter from IBM
simply said that they could not verify whether or not the system would work. FAA
undertook a program to perform its own evaluation and testing. As you know, FAA has

now determined that the Host computer system does not have a Year 2000 problem. In
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June, we validated this for ourselves: a delegation of airline Y2K and air traffic experts
met with FAA’s Technical Center personnel to review the test data and to observe the
Host Computer teamn as it worked on various follow up activities. We have seen the
results that FAA has reported to you, and they are real. The Host Computer is not a Y2K
issue. Nevertheless, out of an excess of caution the FAA has also accelerated its Host

computer replacement program.

The Host is but one of several hundred mission critical systems that FAA must
put into working order. Notwithstanding what skeptics say about FAA, our evaluation is
that FAA will indeed make the September 30 deadline of 99 percent completion on its
Y2K renovation work. We expect that the DOT Inspector General will be able to
validate that FAA has indeed made tremendous strides in getting to this important
milestone. This is a remarkable recovery, considering that as late as February 4, 1998,
many were predicting that FAA might be ready sometime in 2007! Because of the efforts
of Administrator Jane Garvey, her focus on Year 2000, and her insistence that each
Associate Administrator and everyone working for them pay close attention to the needs

and demands of the FAA Y2K team, the FAA effort is really paying off.

We are satisfied with the FAA’s current schedule, and remain cautiously
optimistic about FAA’s ability to meet that schedule. Given the progress FAA has made
so far, we don’t see any reason why the schedule cannot be kept. Like many others,
however, we are hopeful that the schedule can be accelerated without compromising the

integrity of the work being done. We have raised some concerns about the end-to-end
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testing plans put forth by the agency, and are working with the FAA Y2K team to ensure
that the airline-ATC interfaces are repaired and working properly. We have also been
working with FAA on its own internal contingency planning efforts. We are encouraged
that the FAA has chosen to delay the release of the contingency plan until it is properly
coordinated with the front-line people (the controllers) who have to implement it. This
type of coordination and cooperation is vital to the success of any Year 2000 planning

effort.

Airports

Airport operations present an interesting and complex problem when it comes to
the Year 2000. To the customer, every airport operates in basically the same fashion: you
park, enter the terminal, check in, go to the gate, and board an airplane. The plane then

taxis to the runway and off you go; the process is reversed at the destination airport.

Behind the scenes, though, there are a host of systems that enable an airport
operate smoothly, many of which are never seen by customers; the complexity arises
from the myriad of contractual agrcex;ents between airport operators, their vendors and

their tenant airlines.

Fire trucks and other emergency equipment is generally owned and operated by
the airport operator. The runway and airfield lighting systems, which sometimes have
computer controls, are almost always airport owned. But inside the terminal and other

buildings on the airport, ownership and therefore responsibility varies. At one airport,
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baggage-sorting equipment might be owned by a single airline, but used by many
airlines. At another airport, the airport operator might own that equipment. At yet third
airport, several airlines might have their own independent systems. The same varied
ownership or Y2K responsibility might apply for access control systems, security
checkpoints, jet bridges, flight information display systems, and a long list of other

systems that make air travel safe, convenient and efficient.

Other examples include environmental systems, like heating/cooling systems and
lighting systems, that usually, but not always, will be owned by the airport, and aircraft
fueling systems which might be owned by yet another entity, such as a consortium of

airlines or an independent third party.

To date, our efforts in the airport arena are limited to determining which systems
exist at an airport and who has responsibility for each system. (Attachment 1 shows the
functional areas being inventoried.) Efforts are now underway to determine the exact
status of these systems at each airport. Airports and airlines will be able to update our
inventory database on-line, enabling airport operators and airlines to determine quickly
what remains to be done. (Attachment 2 is a sample of the follow up package being sent
to airports and airlines.) In addition, airline and airport users of our database will be able
to see if other airports or airlines have systems similar to theirs, through a system-specific
information-sharing tool in the database. We hope that this will reduce some of the

duplication of effort as each airport and airline goes through the Y2K assessment and
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remediation phase of its program. There are concerns about liability associated with the

sharing of Y2K information of this nature, which will be discussed below.

Airports are grappling with the expense associated with Year 2000 remediation
work. To date we have heard budget estimates from only a single airport. That facility
has an initial budget of approximately $10 million, but has projected that it could spend
up to $30 or $40 million. Airports are beginning to make inquiries of FAA as to the

Airport Improvement Program eligibility of Year 2000 expenses.

While we encourage airports to pursue the use of Federal aid to the greatest extent

possible, there may be a need for some direction from Congress on two fronts.

First, FAA may need authority to change AIP priorities in order to accommodate
airport requests for Y2K funding. While we are not encouraging the creation of new AIP
eligibility specifically for Y2K repair work, it is possible that some currently-eligible
systems in need of Y2K repair may be ranked too far down the priority list to obtain a
grant. Accordingly, we would encou;age Congress to urge the FAA to ensure that

eligible work can indeed be funded if such requests come from airports.

Secondly, Congress should be as forceful with airports as you have been with
FAA and Federal agencies in your insistence that Y2K be the number one priority on
their work schedules. While this might mean some delay in existing or planned

development projects, every airline, not to mention other commercial businesses and

10
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every Federal Agency has made those types of decisions. Airports, which receive
Federal aid, should be held to the same standard. Business as usual is not acceptable, until

we know that every currently operating system is Y2K ready.

The airline Year 2000 Program will result in visits to 156 airports (Attachment 3)
to inventory information and distribution of Year 2000 awareness and training kits to
over 2,500 airports worldwide, over 600 in the U.S. and Canada alone (Attachment 4).
This data collection effort, developed by ATA and the International Air Transport
Association, has been endorsed by the Airports Council International of North America,
the American Association of Airport Executives, the Regional Airline Association, the

Air Transport Association of Canada, and the International Civil Aviation Organization.

To date, we have completed our inventory work at 81 airports. In terms of overall
Y2K preparation, 20 of the 81 airports are currently on schedule according to their Y2K
plans; and nine are between one to three months behind schedule. Twenty-four airports
are either more than three months behind or have indicated that they will not be through
with their Y2K work until after June 30, 1999; and most disturbing, 28 airports — 35
percent — have indicated that they do not have a formal plan for dealing with Year 2000.
While these numbers are troublesome, generally speaking airport operators and airlines
are working together to perform the necessary analysis and repairs so that airport

operations will not be a Y2K bottleneck.

11
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Commercial Suppliers

ATA, like many other trade associations and in fact, many individual businesses,
has undertaken a massive program of contacting critical suppliers to airlines. Like other
organizations that have undertaken such programs, we have experienced low response

rates. A summary of the results of our efforts in this regard is shown at Attachment 6.

To get started, we asked the airlines for lists of their suppliers, and thensan a
commonality check on the business names submitted. Among the 11 airlines that
provided their supplier lists, there were over 22,000 company names submitted. Of
those, approximately 5,400 were common to two or more airlines; approximately 500

were common to more than half of the airlines. (Attachment 7)

We mailed questionnaires (Attachment 8) to the 5,400 firms, and for 500 firms
that are common to more than half of the airlines we asked them to participate in more
detailed telephone interviews and/or face to face presentations. To date, we have
completed approximately 30 of the planned 142 face-to-face presentations; but they are

time consuming, so we are re-evaluat'mg that aspect of the program.

Nonetheless, we are encouraged by the results obtained from major supplier
presentations to date. For the most part, those companies have been able to tell us exactly
which of their products are impacted by Y2K; some have assisted by telling the airlines
what repairs have to be made. We expect similarly detailed information from our phone

interview process.

12
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Industry-Owned Organizations
The last major element of the ATA Year 2000 Program concerns our Industry-

Owned Organizations. The airline industry owns several organizations (Attachment 9)
that provide vital services to individual carriers. For example, ARINC, based in
Annapolis, provides communications and information services to the airline industry to
the airline industry. The Airlines Clearing House provides a facility for the net
settlement of intercarrier accounts receivable billings between its airline participants.
The Airline Reporting Corporation administers the accreditation of U.S. travel agents, as
well as the reporting and settlement programs, by providing the infrastructure between

travelers, travel agents and the airlines.

The ATA Year 2000 Program Office is tracking, on behalf of the airline industry,
the Y2K status of each of these entities, including the Air Transport Association itself.
These entities are at various stages of their Y2K programs, but all are making progress
towards being ready in early to mid 1999. In fact, some of them are already offering test
versions of their repaired systems and software. In addition, ATA is making good
progress toward ensuring that its own house is in order. We have had to replace our
telephone switch, and are currently in the process of replacing our network platform, in
part because of Year 2000 concerns. We anticipate being fully Year 2000 compliant in

June 1999.

13
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HR 4240

The largest single problem, as I am sure you have heard from other industries is
the flow of information about goods and services provided by third parties. Ironically,
attorneys have simultaneously encouraged the distribution of questionnaires to their
clients’ suppliers, yet discouraged their clients from answering the questionnaires they
receive. There is a great fear that answering questionnaires with anything other than a

form letter stating that “we are planning to be ready” will result in lawsuit after {awsuit.

We recognize the need to share accurate Y2K status information if the millennium
challenge is to be met. Passage of HR 4240, the Y2K Liability and Antitrust Reform Act
would allow businesses to share information about their Y2K progress without fear of
later being sued; it would also allow companies to more freely compare notes about their
test results on third party systems. This legislation needs to be passed quickly to facilitate
the Y2K program work of firms that rely on third party products or services and whose
businesses are interdependent or linked electronically, with large numbers of third
parties. Without free flowing information on the status of these third party products and

links, airlines will not be able to ensu;c a completed program.

International Aviation Efforts

As I mentioned earlier, the International Air Transport Association (IATA) has
embarked on a program very similar to the one undertaken by the ATA. In fact, except
for fact that the scope of the IATA program extends to the far comers of the earth, the

programs are identical in what they intend accomplish. The memberships of IATA and

14
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ATA have jointly agreed that the data being collected would reside in a single database

for all airline members to use.

IATA has as its mission the responsibility to gather information on airports and
air traffic service providers outside of the U.S. and Canada, and we are jointly working
on expanding our supplier data program to cover entities not based in the United States.
YATA is working with the World Customs Organization and other international bodies to
gather information on all entities that have an operational impact on airlines. In addition,
the International Civil Aviation Organization (ICAQ) is conducting a survey of its
Member States to determine the readiness of their air traffic and airport systems. FAA
and IATA have staff people in place in Montreal to assist ICAQ in its efforts to determine

the Y2K status of the global air transportation network.

Finally, ATA is working closely with the Air Transport Association of Canada to

apply our program to airports, suppliers and government entities in Canada.

The fruits of all these efforts fall into a single basket, a secure database that is
accessible to airlines, airports, and others who have a need to know about our findings in

order to make the aviation system ready for the millennium challenge.

Conclusjon
The millennium change presents an extraordinary challenge for the aviation

industry as a whole, forcing the various industry segments to work more closely together

15
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than they have in the past. Though an extraordinary challenge, the Y2K challenge is
similar in many ways to the multitude of operational challenges that the airlines face
daily. We believe that that experience, coupled with the industry information survey and
exchange program, the planning efforts and resources devoted to this challenge by
individual airlines, and the support of Congress and the administration, puts us in a
position to provide the same safe, efficient and economical air transportation on January

1, 2000 that will be provided on December 31, 1999.

16
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Air Transport Association Functional Area / Organization Matrix Atachment 1
Page 10f 2
Functional Area Systemn Name Responsible Department / Contact Name
Access Control Airport Accass Control System

Badging System

ITime & Altendance

Airport Services . Digital Camera / Digital ing Systems
Elevators
Escalators !
Moving Sidewalks !
Bapgage Handling Systams Bag Match scanning system
Baggage Scate .
In-bound Baggage System .
Mail Scale
Qutbound Baggage Systam
“X-ray system .
T
Cargo Handiing Systams -Cargo Scates !
'Cargo Tracking System

[Commion IT Systams (inf, HW, SW) Common AN Su

Fiber-optic comm equipment

iLocal Area Network

Network comm equipment

Communications AIRINC

Automated Intarcom System

Automated Paging Systam

‘Automaled Voice Flight information System

i Communications Systems

Crash Net

‘Radio System

Emergency Audlo Paging System

iFire Dispatch

:Ground to gir communications

Ground to ground communication

'Loealgoneurviea

‘L_ﬂ! distance E\!! service

PBX / Koy Systems

Phoneivoice-mail system

Environmental Systams

Facilities Maintsnance
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Paga 20f 2
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Air Transport Association
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Air Transport Association
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Air Transgort Association

LI B

4/flight Industries Inc

A Blederman

AOG

Aar Aircraft Turbine Center
Aar Allen Aircraft

Aar Cooper Aviation

Aar Hardware

Aar Technical Service Center
Aadco

Abaco Petroleum Co Ltd
Abacus Distribution Systema
Abex Comp

Abliene Aero

Abs Partnerahip

Accu-sort Systems inc
Advanced Materials Comp
Advants

Aero Center (faredo intl Airport)
Asro Controls Inc

Asro inatrumaents & Avionics
Aero Instruments inc

144

Aircraft Services Inc

Airfiite

Airkaman Of Jacksonville Inc
Aidine Interlors Inc

Alrline Reporting Corp
Airmotive Inc

Airport Group Intl inc
Alrport Services

Akro Fireguard Products inc
Allied Aviation inc

Aled Callaway Equipment
Alled-signal inc

Alta industries

Amadeus Inc

American Connector Comp
American Express
Ametican Lab And Systems

Attachment 7 - Page 1 of 4

Avieam

Avigch Comp

Ayres Corp

B E Aerospace inc

B F Goodrich

Bae Automated Systems Inc
Baker Audio Inc
Bank Of America

Barco Aviation Inc
Barfiold instruments
Baron intemational Aviation
Barry Conirol Aerospace
Be Asrotpace inc
Beasing Headquarters Co
Bearing Inspaction inc
Bell Canada

Befl Fuets inc

Bedl Industries inc




Air Tranaport Association

x  Coastal Refining And Marketing inc
Cole-parmer Instrument Co
Coleman Elactrical Supply Co

x  Colonial Pipeline
Colorado Jet Center
Coltech Inc
Columbus Jack Corp
Comdiaco Inc
Commerchamp Sa
Compuserve Inc
Computer Associates Intl Inc
Comaat

x  Conoco inc
Corporate Wings
Crane Co Hydro-aire Div
Crown Uft Trucks
Curoll
Curtis Industries Inc
Curtisa-wright Corp
Dalfort Corp

x  Dallas Agroepace Inc
Dee Howard
Del Monte Aviation
Dell Computer
Detroit Diesel Corp
Dexter Tool Co Inc
Diasham
Dinera Cit

x  Dinol Us Inc
Dixie Asrospace

x  Dme Inc

x Dobbs Intemational
Donaiason Co Inc
Dorsey & Whitnay

x  Douglas Aircralt Co

x  Dowty Asrospace Comp
Driesson

Drsinc
Durango Alr Service
Durham And Co
x  Dynair Fueling Inc
Oynamation Ressarch inc
x E Systems
Eastem Aero Marine
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Common Critical Suppliers

Explorer Pipeline
x  Ewion intl Co
FMC Corp
Fairchitd Controls
Fastenal Co
Federal Express Corp
x  Fenwal Inc
Fields Aircraft Sparea inc
x  Fina x
First Wave inc
Flight Structures Inc
Flight Suppont Comp
Flightstar Corp
Florida Detroit Diesel-allison Inc
Fluke Service Center
x  Fmc Comp
Fokker Aircraft x
Fokker Services
Forl Wayne Air Service
x  Fortner Eng And Mfg inc
Fr Hitemp
Fuel Systems Textron inc
Fuller Brush Co
x  Gables Inc
x  Qallieo intemational
Qarrett Aviation Services
Gec Marcon| Avionics inc
X General Blectric Engine Services
X General Electric Supply Co
Global Equipment Co x
Globe Alrport Security x
x  Goodyear Tire And Rubber Co
Greenwich Air Services Inc
Grigge Paint
Gie Comp
Guif Aviation
Hall-mark Elgctronics Inc
x  Hamitton Standard
Harbour Alr
Hawker Pacific inc
Heath Tecna Aerospace Co
Heticomb Intl Inc
Hermetic Aircraft intemational Corp
Hewtett-packard Co
x  Hexcel Cop
Hitachi Data Systema
x  Honeywell inc x
Hoover industries
Hrd Asro Systems Inc

x  Hydro-air inc x
Hydro-flax inc x
18MCorp
btinc

Attachment 7 - Page 2ot 4

Icore Intt Inc

tfr Systems inc

limorrow

Image Alr

Iimaging Products Intt
Industrial Teievision Services
innovative Tooling Services
Integrated Technalogy
International Aero inc
Intemational Aerotech Inc
international Aircraft Support Group
Intemational Fueis

Island City

in Comp

J And J Chemical Co Inc
Jameco Eilectronics
Jeppesen Sanderson inc
Jet Avien Corp

Jet Avionics Systems Inc
Jet Electronica

Jet intemational Comp

Jet Support Comp

Johnston industrial Supply Inc
Jre Designs

Kal-aero

Kapco Corp

Keller Fire And Safety

Kent Electronica

Kings Electronics Inc
Kirkhill Aircraft Parts Co
Koch Refining Co

Karry Electronics Co

LJ Wakh

L-3 Communications Corp
Lab One inc

Lamar Electro-air Corp
tana Aviation Comp

Larry Goad

Lsach Comp

Leading Edge Aviation Services Inc
Lear Romec

Leland Electrosysiems inc
Lasman instrument Co
Lisbherr-america inc

Lition Systems Inc

Ukd Umited

Lockheed Martin Corp
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x Magee Plastics Co
Magnetic Ticket And Labet
Mapco Peatroleum inc
Marsthon O -
Marshali Electronics Inc
Matrix Aviation Inc
Matsushita
Matsushita Avionica+r2452
Mci Intl Inc
Mercury Alr Group inc
Messier Services Inc

x  Michelin Aircraf) Tire Corp
Microage
Microdot inc
Microfiex Medical Comp
Midway Ford Truck
Miltion Air
Miaco Inc
Mitchell Aircraft Spares

x  Mitchelt Aircraft Supply Inc

x  Mobil Ol

x  Monogram Sanitation
Monsanto Chemical Co
Montgomery Elevator Co

x  Moog Aircralt Group
Moore Busineas Forms And Systems D
National Flight Services inc
Nav Aids
Nt Technologies Inc
Newark Electronics

x  Nordam Corp
North Star Imaging inc
Northemn States Power Co
Norton Performance Plastics Corp
Novus Services
Octagon Process Inc
Oeco Corp
Official Airfine Guide

x  Ogden Aviation Servicea Inc
Olin Aerospane
Optt Mig Corp
Pacaero

X Pacific Air Industries

x  Pacific Sclentific Co
Pail Land Marine Corp
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Comman Critical Suppilers

x Phillips 68 Co

x  Pledmont Aviation Services Inc
Plantation Pipetine
Pih Aviation Senices

x  Ppg Industries

x  Pratt And Whitney

x  Praxair inc
Precise Metal Products Co
Pracision Industries Inc
Pride Electronica inc
Primex Agrospacs Co
Prior Aviation Service Inc
Pros Strategic Soiutions
Pyromet Comp
R H Component Technologies
A S Electronica
& W Raddatz
Radio Communications Co
Rand Mcnally
Ranger Aviation
Rapiacan Security Products Inc
Rapistan Cop
Raychem Corp

x  Raytheon Co

Recope
Red Devil Equipment Co
Regional Air
Repsol Associates

x  Rockwell Collins inc
Rogerson Aircraft Corp
Rohr Asro Services

;
1
£
3
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Solalr Inc

Sonico inc

Sony Trans Com

Southem Aero Parts
Southemn Pride Trucking Inc
Spar Aerospace Limited
Spectrum Jet Center
Stambaughs Air Service inc
Statoll

Stavens Aviation inc
Storage Tek Financial

Sun Ld

Sun Microsystems Inc

Sun Refining And Marketing Co
Sundstrand Comrp

Sunpoint Aviation

Superior Aviation
Systron-donner Corp

Tacair inc

Tafa inc

Teledyne Controis
Teledyna Inc

Tenaion Envelope Corp
Texaco Inc

Texas Aero Support Inc
Texas Eastemn Products Pipetine
Thomton Technclogy Cop
Time Aviation Services inc
Time Inc

Tosco Inc

Total Turbine Services
Tramco inc

Trana States Aliines
Transaero Inc

Transit Aviation

Td Star Asrospace inc
Tri-staie Aero

Triad Agrospace

Tronix inc

Tuisa Refurbishment Operation
Tyter Jot Aviation

U S Chrome Corp Of Callfornia
Union Carbide Comp

Unipak Aviation Com
Unison Industries inc
Unisys Comp

United Aviation
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United Energy
% United Technologies Comp
Vail Beaver Creek Jot Center
Valiey O}l
X Vickers Inc
Vwr Scientific Inc
W H Henken Industries
W S Wilson
‘Wallace Comguter Services Inc
X Walter Kidde Co
Wavstek inc
X Weber Aircraft Inc
Woeils Fargo
West Shore Pipeline
Wesico intemational Inc
Westemn Extraiite
Westem Flight
Wesism Petroleum Co
Whittaker Controls
x  Whittaker Corp
Whittaker Safety Systems
Windsor Amotive inc
X Wings Electro Sales Co Inc
Wisconain Aviation Four Lakes
X Woodward Govemor Co
*  World Fuel Services inc
x  Worldspan Lp
Ypib
Zephyr Inc

X - Supgiiers invited %o make Y2K W the ATA
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Alr Transport Association Sample Supplier Letter and Questionnaire Attachment 8
Page 1 of 4

May 14, 1998

Dear Sir or Madam:

Airlines throughout the world have a substantial interest in achieving a better
understanding of how their manufacturers and suppliers are addressing Year 2000 computer
issues.

Accordingly, approximately 300 airlines worldwide, through a coordinated activity by
the Air Transport Association of America (ATA) and the Intemational Air Transport
Association (IATA), are pooling their resources to gather information about the Year 2000
preparedness of airline industry manufacturers and suppliers, including your organization. in
order to avoid burdening you with multiple surveys from the various airlines with which you
deal, we have devised the single enclosed questionnaire. We would be grateful if your Year
2000 program director would complete and return this questionnaire by June 5, 1998; a
postage guaranteed envelope is provided for your convenience.

We believe that completing this questionnaire will be highly useful both for your own
Year 2000 planning and for that of our member airlines. Each organization is, of course,
ultimately responsible for identifying and fixing its own "date aware® systems. But, for
contingency planning purposes, it also is important that our member aitlines be informed of
the steps being taken to address the Year 2000 problem by the organizations with which
they do business.

If you have questions about this program, please feel free to contact Tom Browne or
Paul Archambeault at the ATA Year 2000 Program Office (at +1 (202) 626-4200), or David
Lioyd at the IATA Year 2000 Program Qffice (at +44 181 607-6243).

ATA and IATA view this project as a very important one. We thank you in advance for
your cooperation.

Sincerely,
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Air Transport Association Sampie Supplier Letter and Questionnaire Attachment 8
Page 204

Airline Industry
Business Partner / Supplier
“Year 2000” Questionnaire

This q b ire should be pleted by the person most knowlodgublo ubout “Year 2000"
lnm-tlvnlpm]octs within your company. Please return lho pl e in the losed
envelope by October 5, 1998. If you have any q ] p tact: ATAIATA Year 2000 Program

Office at (202) 626-4200.

Please read each question or statement and mark the box of the response that best describes your answer.
Unless otherwise indicated in the question, mark only one response per itern. Please answer every question.

1. Does your company have an established Year 2000 pian? O ves 0 No
2. Who is the primary Year 2000 contact? What is his/her contact information?

Your Name

Titie

Division / Department
Company Name
Phone Number

FaxN
internet e-mail

3. Please indicste the level and frequency of your company’s Year 2000 management reporting process.
Check all that apply.

Project Organtzation/ gx?am
Team Mansgement Management President
a Weekly Q a Qa Q
b Monthly Q Q Q Q
c Quarterty Q Q (m] Q
P None Q Q a (m]

4. Below is a list of activities companies often undertake when addressing “Year 2000” computer problems.
For each activity pisase indicate your company's status (e.g., is the work associated with the activity “less
than 25% completed,” “25 to 49% completed,” “50 to 74% compieted,” or “75% or more completed?’).
YOUR BEST ESTIMATE (S FINE.

Loss tan Wore han
29K 20%49%  SO%TA% TN
a. Company-wide communication on “Year 2000” Q Q Q Q
issues
b. Formuiate “Year 2000" Strategy for your company [ Q a Q
c. Conduct praliminary inventory or assessmentof 1 Q Q Q
applications that may be
affected by the “Year 2000" problems
d C detailad inventory or of a Q Q Q




Air Transport A Sample Supplier Letter and Questionnaire Attachment 8
Pagedof4

4, (Continued)

Less than More than
- 25% 25%-48%  50%-74% 75%

e. Renovate or replace computer systems/ Q Q Q a
applications
Comments:

f. Test and validate renovated systems/applications Q 0 Q a

g. Implement or roll-out into production renovated (m] Q a Q
computer systems/applications

5. What are the major milestones and target completion dates for key Year 2000 phases?

Many companies depend heavily upon the products and services provided by extermnal organizations.

6. Below is a list of activitles companies often undertake to assess the Year 2000 preparedness of their
business partners and suppliers. For each activity please indicate your company’s status (e.g., Is the work
associated with the activity “less than 25% completed,” “25 to 49% pleted,” “50 to 74% p " or
*75% or more completed?”). YOUR BEST ESTIMATE IS FINE.

Less than More than
25% 25%-49%  50%-74% 75%

Q Q

. Establish a list of business partners Q
b. Compileted an inventory of extemal Q
business pariners and suppliers.
b. Conducted a Year 2000 rigk assessment a
of external business partners and suppliers.
c. Developed contingency plans for "at risk" Q
extemal business partners and suppliers.

a
Q Q Q
Q a a
a o Q

7. Please Indicate the primary product or sefvice that your organization provides to the airline industry.

Alrcraft Perts/Repair Q
Catering/Passenger Supplies Q
Fuel Q
Hazardous Material/Chernicsl Q
Document Vendor Q
Tools & Ground Equipment Q
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Air Transport Association Sample Supplier Letter and Questionnaire Attachment 8
Page 4 of 4

7. (Continued)

No Descripfion Available
Multiple Products or services
Other (Please provide detail)

0ooo

8. In the space provided, please feel free to list any additional comments that you may have regarding “Year
2000" computer issues at your company.

Thank you for compieting this survey.
Please retum to the Following:

ATA Year 2000 Program Office

C/O Air Transport Association

1301 Pennsylvania Ave, NW Suite 1100
Washington, DC 20004
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Air Transport Association Attachment 9
Page 1 of 1

Industry Owned Organizations

Air Transport Association of America
Air Travel Card
Airlines Clearing House
Aeronautical Radio, Inc. (ARINC)
Air Cargo Inc.

Airline Industrial Relations Conference
Airline Tariff Publishing Company
Airline Reporting Corporation
Combined Airline Ticket Offices
High Density Airport Slot Services
Industry Audit Program
Metropolitan Washington Airlines Committee
Scheduled Airline Ticket Offices

SPEC 2000
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TESTIMONY OF
JOHN J. KELLY, JR.
ASSISTANT ADMINISTRATOR FOR WEATHER SERVICES
NATIONAL OCEANIC AND ATMOSPHERIC ADMINISTRATION
U.S. DEPARTMENT OF COMMERCE
BEFORE
THE TRANSPORTATION COMMITTEE, IN CONJUNCTION WITH THE SCIENCE
COMMITTEE, AND THE GOVERNMENT REFORM COMMITTEE
U.S. HOUSE OF REPRESENTATIVES
SEPTEMBER 29, 1998

Thank you, Mr. Chairman, and members of the three Committees
present, for this opportunity to testif:y on the subject of

Year 2000 (Y2K) testing and compliance at the National Weather
Service (NWS) and our relationships with the aviation and general
public communities. The NWS, in conjunction with other National
Oceanic and Atmospheric Administration (NOAA) agencies and
Department of Commerce Information Technology groups has been
working since 1996 to ensure that all its systems are Y2K-
compliant so there is no disruption to cperations when the
millennium date change (from December 31, 1999, to January 1,

2000) occurs.

In recognition of the importance of wezther data, all NWS
computer-based systems (i.e., application software, system
software, hardware, communications, and non-information
processing systems) have been assessed in accordance with the
U.S. Government Y2K compliance standards and requirements. These

systems have either been certified or ere in the process cZ being
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certified as Y2K compliant. All Y2K related fixes will be fully
implemented at all NWS sites by the end of March 1999. NWS
operations are complex and widespread, which makes Y2K compliance
of particular importance. The NWS has over 170 communications
interfaces with other federal Governmer.t agencies, private sector
meteoroclogical firms, research institutions, and other nations.
These interfaces involve the receipt and transmission of
thousands of observations each hour which are input to compiex
mathematical weather models. Aviation operaticns at all U.S.
airports are dependent on these hourly and special surface
weather observations, as well as airpcrt terminal forecasts
produced by the NWS. In addition, the NWS receives similar data
for foreign airports which are in turr transmitted to the FAA and
domestic airlines in support of flight operations planning. On
average, the NWS receives, transmits, znd processes over 50
billion characters of weather data per day. This complex and
vast array of users, interfaces, and dzta distribution mechanisms
poses some external risks thatemust also be addressed. As with
other organizations that are heavily <2pendent apon the naticnal
communication infrastructure, there is some risx to our
operations if the telecommunication ccmpanies we rely on are not
Y2K compliant. There is also some uncertainty reqarding‘the
receipt of international weather data. As part of the overall
contingency planning for Y2K, we are assessing these potential
risks so that reasonagle-contingencies are in place to ensure the

continued flow of weather data.
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These eight systems were identified as :-“ose national systems
determined to be the most critical to NWS operations:

(1) Automated Surface Observing System (ASOS), (2) Next
Generation Weather Radar (NEXRAD), {3) Advanced Weather
Interactive Processing System (AWIPS), .4) NWS Telecommunication
Gateway (NWSTG), (5) National Centers f£or Environmental
Prediction (NCEP), (6) NWS Upper-Air program, (7) NWS River
Forecast System (NWSRFS), and (8) Automation of Field Operations
and Services (AFOS). While there are cther NWS operational
systems, they were determined to be ncn-mission critical for the
purposes of Y2K. However, the status cf these non-mission
critical systems is still closely moni:ored tc ensure their Y2K
compliance. In addition to mission arnd non-mission critical
systems, we are also ensuring the compliance of non-information
pProcessing systems such as security anz access systems, heating
and air-conditioning systems, and telechcne and voice-mail

systems.

Regarding the weather satellites managad by our sister agency,
the National Environmental Satellite, “ata, and Information
Service (NESDIS), an inventory of NESCIS data exchanges and
systems was conducted as part of the cverall NORA Y2K effort.
This was instrumental in validating that the satellite data are
real-time and do not require a year as a value to receive or

process themn.
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We have worked with the Federal Aviatiorn Administration (FAA),
United States Air Force (USAF), United States Navy (USN), and
NESDIS to ensure all major meteorological operational processing
centers are able to continue to exchange and process critical
meteorological data. The NWS has also partnered with its many
private sector customers to ensure an uninterrupted data stream
is available for their use. Additionally, given the importance
of international data exchange, we are working with the World
Meteorological Organization (WMO) and Irnrternational Civil
Aviation Organization (ICAO) to ensure continued receipt of data

from other nations that are critical for forecast operations.

THE EFFECT OF Y2K ON WEATHER DATA

Unlike other sectors of the economy, date and year information is
not critical to weather data products. Like the satellite
weather data, all alrnanumeric weather data (e.g., warnings,
watches, forecasts, ertc.) are unaffected by the Y2K date change.
The only dates used in the;e data are a 2-digit day of the month
and a 4-digit Universal Coordinated Time hour in the transmission
header of each product. For example, on the 25th day of any
month at 1700 hours, the only date information in the header of
the data would be 251700. In fact, all weather products from
around the globe use this day and hour format for the
transmission of products. While there is a relatively small
subset (approximatel:; 5 percent) of birary-fcrmatted weather

products that do use limited year information, this information

]



157

does not affect the transmissior. of these products on the various

weather networks. We will be prepared to process these products.

As noted earlier, to assure success in demonstrating Y2K
compliance, we have, along with our partners, designed an end-to-
end test for Y2K to ensure that all weather systems will be able
to exchange and process weather data properly when Y2K occurs.
This testing will also be a final verification of the Y2K

compliance testing already done for eacn individual system.

END~TO-END TESTING METHODOLOGY

The approach being used for this testing is based on a building
block approach. First, a report detailing the testing that
certifies the Y2K compliance of -each system must be produced.
Second, once individual system compliance is obtained, further
testing involves a series of sy stem-to-system interface tests to
ensure that paired combinations of Y2K compliant systems can
successfully communicate and exchange data. Third, a pseudo test
network of systems simulating an end-to-end route of data
exchange between the various NWS systems is configured in order
to gain confidence that when the Y2K date change occurs, we will

be able to operate with no interruption of data.

In the end~to-end testing, four specific test scenarios will be

run. In the first tes:, the change frcm 31-DEC-1999 to
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01-JAN-2000 will be r:n:; this will be followed by two tests to
cover the leap year s-enario: 28-FEB-2000 to 29-FEB-2000 as well
as the switch from 29-FEB-2000 to 01-MAR-2000. Finally, to
ensure that the small subset of binary products referenced
earlier, which have s-me unique representations of the year
field, we will also tzst the switch over from 31-DEC-2000 to

01-JAN-2001.

The end-to-end testir.y is being done in conjunction with our
domestic and international partners as well as our end-user
customers. A pseudo network of backup and test systems is used
in order not to disruct any real-time operations prior to the
actual date change. 3Sue to the fact that weather data are
generally independent of year information, we have been able to
demcnstrate successfully the Y2K date change and subsequent
processing of live dzta on cur various test systems. This
ability to run our bzzkup svstems in a YZK envircnment gives us a
high degree of confiziznce thet the NWS will operste successfully

as we transition int: rhe yezr 2000.

RELATIONSHIP WITH THE AVIATION COMMUNITY

The NWS has a long-standing relationship of working wifh the FAA
to provide meteorolecgical products in support of aviation. We
have been working with both the Air Transport Association and FAA
to ensure the produc:ts and services we crovide are Y2K compliant.

The various aviation model products produced provide both global
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offer technical advice on how other nati:zns can attain Y2K
compliance and assure the continued and uninterrupted flow of
aviation data that we use to support the US aviation community.
Part of our end-to-end testing will involve direct testing with
the meteorological services from Canada and the United Kingdom
(UK). The US to UK testing link is of particular importance
given that the US and UK weather processing centers constitute

the two major hubs for the global distribution of weather data.

DISTRIBUTION OF WARNING AND SEVERE WEATHER INFORMATION TO THE
PUBLIC

In addition to our work with the aviatizn community, the NWS has
also focused on the vital work it does to warn the public of
severe weather to ensure that Y2K is no- a proklem, and we
believe it will not be. On a local basis, our field offices
distribute warning data to local commurnities and emergency
managers via local analog and digital s 'stems which are Y2K
compliant. The distributior of Doppler weather radar data tc
both our offices and the public will alsz not te a problem as we
transition to the Year 2000 given that -he NEXRAD Doppler weather

radar system is Y2K compliant.

CONCLUSION

As I have discussed, based upon the successful ¥Y2K testing

accomplished to date, the generally ncr.~date cenzric nature ci
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weather and satellite data products, the partnerships established
for the exchange of data, and the planning being done to verify
the end-to-end testing of our systems and communications, the NWS
along with NESDIS have a high level of confidence in our
abilities to continue operations during the Y2K date change with

no interruption of services.

Thank you. If you have any questions, I am prepared to answer

them at this time.
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Statement of David E. Sullivan

President, ZONAR Corporation
2915 Hunter Mill Road, Suite 7
Oakton, Virginia 22124
703-255-3800

Submitted to the Committee on Transportation
and Infrastructure
U.S. House of Representatives

September 29, 1998

Mr. Chairman and distinguished members of the committee, thank you for giving me the
opportunity to address you today. At the outset, I must admit that [ am one of the
programmers who contributed to the year 2000 problem back in the sixties. I am also the
inventor of a product which provides a sensible contingency solution to this problem.

I wrote my first computer program while I was a student at MIT in 1962 ... and, like
everyone else, I used only two digits to express the year. That left 78 characters on the
punch cards we then used to express everything else. Things in the computer industry
have changed enormously in the thirty-six years since then, with computer hardware
becoming cheaper and more powerful, and the software programs that make it work
growing larger and more complex. The memory required just to load Microsoft’s latest
word processing program, for example, would have cost more than thirty million dollars
in 1969.' .

The advances in information technology have not been entirely positive. Computer
professionals often joke that if the automobile industry were like the computer industry, a
Rolls-Royce would cost $5.00, would get three hundred miles to the gallon, would cross
the country in a matter of minutes, and once a year would explode, killing all the
passengers! :

Having no physical constraints, and obeying no laws of nature, computer programs can be
constructed to embody anything that can be imagined ... kind of like the tax code. Asa
result, computer programs are among the most complex things ever built by man.
Computer programs are never perfect, but they are at their worst when they are new. It
was a brand new, state-of-the-art baggage handling program, for example, that shut down
the Denver airport in 1995 and the new Hong Kong airport earlier this year.
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As problems are discovered ~ almost always by experiencing failures — these programs
are corrected; and since software does not wear out, programs literally improve with age.
As the world leader in information technology, the United States has the largest inventory
of old, reliable, experienced, and well-tested programs ...their only problem is handling
years after “99”.

We are now in the midst of an effort to fix the entire world’s inventory of computer
programs in the very short time left before they begin to fail because of Y2K. The current
plan requires changing hundreds of billions of lines of old, reliable program code into
new, improved, and untested code. Based on computer industry statistics, hundreds of
millions of errors will be made in this process”, and a large percentage of these errors will
not be repaired before these new programs must be put in service to handle Y2K*.

The Year 2000 Problem is unique. The deadline cannot be slipped, and there is no
fallback. When Denver and Hong Kong had problems with their new airport baggage
handling program they were able to use their old airports until they straightened them out.
In the case of Y2K, when the new program has problems, it will not be possible to go
back to the old one. This will make countless organizations vulnerable to failures which
cannot be remedied without a significant, time-consuming effort.

Many of my colleagues — particularly those who are old enough to have contributed to our
inventory of legacy applications — are concerned that we cannot achieve reliable solutions
to this problem in the remaining time. We are worried that the optimism that
characterizes software projects will obscure the very real possibility that our complex of
tightly integrated, computer dependencies will become severely undermined. We are
convinced that even a very small number of failures, when they occur at the same time,
may trigger a chain reaction.

We need a Year 2000 solution which will allow our existing computer programs to
function in the coming years without having to make extensive changes which invariably
introduce errors. Fortunately, such an approach is available. It comes from looking at the
Y2K problem in a new way.

The programs aren’t broken. Until now they have been working fine — often for decades.
They just weren't designed to handle the change in century. The programs aren’t the
problem — it's the data! Rather than changing programs to handle future years, we can
change the years instead. We can change the values for years to ones these programs
were designed for — the 60s, 70s, and 80s. With this method, we can postpone the year
2000 problem until we are truly ready for it.

While this approach is unconventional and provides a temporary solution, it has one very
important attribute — it works. It even works when the program’s source code is missing
or is obsolete. We can use these well-tested programs without modification by merely
changing the year. Computers don’t know what year it really is — they must belicve what
we tell them. By subtracting twenty-eight from the real year, we can provide existing

-2-
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computer programs with a calendar identical to the real one. The calendar for 1972, for
example, is exactly the same as that for 2000. By using the older calendar, we no longer
have to worry about Y2K.

All of us have seen this kind of approach work before. We used it successfully during the
gasoline shortage of 1973. As gas prices rose, it became impossible to set the new price
on gas pumps designed for an earlier time and a maximum price of 99 cents per gallon.
Did we stop selling gas until we could rebuild millions of gas pumps to handle the higher
price? No, instead we set the price per gallon to half of the real price. We filled our
tanks normally, then doubled the total amount shown when we paid. By “lying” about the
price per gallon, we were able to get by until new gas pumps became available.

A number of organizations around the world have already used this “time shift” approach
to protect computers against the Y2K problem. We, ourselves, completed a successful
pilot test of this solution with the Department of Treasury, Financial Management Service
last Fall". Our AccommoDate™ 2000 product protected their “Check Issue Audit”
application against Y2K probiems in record time and without requiring program changes.
Based on this success, this agency identified this technology as their contingency solution
for the continued operation of a number of their existing computer applications. They
are, however, among the very, very few organizations that have a way to assure
continued, automated operations if their primary Y2K remediation experiences problems.

Professor Freeman Dyson' once observed that, “A good scientist is a person with original
ideas. A good engineer is a person who makes a design that works with as few original
ideas as possible.” The “time shift” solution I have described is not complicated or
expensive. Typical year 2000 projects using this approach are completed in a fraction of
the time and cost of changing the programs. It is certainly easy to understand how it can
work — just look at the calendars for 1972 and 2000.

So why isn’t everyone using it? Because it is not the way they are used to fixing
computer problems. If this were anyvother situation, we could afford to wait and let them
get used to the idea. Max Planck has already determined that, “A new scientific truth does
not triumph by convincing its opponents and making them see the light, but rather
because its opponents eventually die and a new generation grows up that is familiar with
it.” But these are not ordinary times.

A policy that merely seeks to “do the best with what we have” is not adequate. We must
establish a minimum level of reliable systems operation as our goal. This must include
all of the systems — government and non-government, foreign and domestic — upon which
we depend. We must then use our maximum energies and ingenuity to achieve it.

The time to apply pragmatic solutions to assure the continued operation of our computer
software infrastructure is long overdue for the year 2000 problem.

I will be happy to answer any questions the Committee may have.
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! Auerbach Computer Characteristics Digest, October, 1969. Supplementary Storage Module 1406 for the
IBM 1401 computer - 12,000 characters for $65,085.

¥ Average of 5% of the program lines changed for year 2000 and average 3% initial error rate produces
1,500 ervors per million lines of code renovated.

% Capers Jones of the Software Productivity R h determined in a 1996 study that the average debug
process for a Management Infon'nmon System found and removed only 73% of the bugs before the
program was placed in service. Thirty percent of the remaining bugs were found and fixed during the first
year of operation.

 Contract TFMS-97-0005: FMS Year 2000 Century Date Change, FMS-Wide Conversion Project.

* Freeman Dyson, Disturbing the Universe, 1979, Part 1, Chapter 10.
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Curriculum Vitae

David E. Sullivan
President, ZONAR Corporation

Experience

Summary

Mr. Suillivan is responsible for all ZONAR activities as Chief Executive Officer, providing general
management as well as technical oversight on all ZONAR's projects.

Mr. Sullivan is creator of the AccommoDate™ 2000 product which protects computer applications
from the Year 2000 (Y2K) problem without program changes, and he is expert in the development of
contingency solutions which assure continued business operations after 12/31/99.

With more than thirty years of management experience in telecommunications, operating systems,
and database products, Mr. Sullivan has been responsible for the successful deployment of dozens
of computer-based products for both govemment and industry.

He has also lectured extensively throughout the United States and Canada on *How to Stay Ahead
of Technology” , and “What You Need to Know About Y2K.*

Management Experience

¢ Founder, President & CEO of ZONAR Corporation, established in 1981
« Founder, Vice President R&D, President & CEO of C3, Inc. (now Telos) established in 1968
e Systems Administrator with RCA's Federal Govemment Marketing Operations beginning in 1964

Technology Experien

* Invented ZONAR's AccommoDate™ 2000 product which aliows computer programs to continue
operating correctly for decades wmqut modification.

« Developed ZONAR's Information Object (InfObject) technology tool set used to implement
information management systems in the real estate industry.

« Designed and managed development of the Real Estate Master Data Dictionary adopted as the
standard for information exchange by the National Association of Realtors (NAR).

 Managed the design and development of the Reattor Windows Information Network (WIN) PC
product for data and high-resolution, full color photo retrieval for Realtron, Inc.

+ Managed the design and development of the Request Management System (RMS) employed by
the U.S. Marine Corps to service requests for more than one million personnel records managed
by the Corps. The system includes an IBM mainframe and SQL relational database
interconnected to muitiple PC LAN's with true, distributed processing. Mr. Sullivan had total
responsibility, from requirements analysis through design, impiementation, installation and
support, under a multi-year contract with the Marines.
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Designed and managed the development of the Integrated Document Control System (IDCS)
software system used to manage large microfiche document bases in installations throughout
North America. This proprietary package provides a full, inverted file structure database, with
performance levels exceeding those of altemative configurations many times its size.

For the U.S. Intemal Revenue Service (IRS), designed and managed the implementation of the
Wage Information Retrieval System (WIRS) that provided microfilm image and computer data
concurrent access and update for the entire United States.

Provided product design and implementation management for the MICRODISC computerized
microfilm retrieval system developed for the 3M Company and sold throughout the United
States.

Developed the INFOCOM controller product INTEL microcomputer firmware used to access
Westem Union's message network.

Designed and managed the development of AU100 shared processor data entry system sold
and installed throughout the United States.

Designed and provided lead technical responsibility for the Joint Chiefs of Staff Computerized
Message Switch (JCS - CMS) which was operational for more than seven years on the original
computer platform.

Designed and developed operating systems driver program used in RCA Corporation’s Random
Access Computer Equipment (RACE) and AUTODIN (70X) Products.

Education

BS In Electrical Engineering

The Massachusetts Institute of Technology (MIT), Cambridge, MA., 1964

MS In Technology Management

The University of Maryland, College Park, MD., 1998

Professional Assoclations

American Society for Information Science (ASIS)
Association for Information and Image Management (AlM)

The Institute of Electrical and Electronics Engineers, Inc. (IEEE)
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The Implications

1. AD2000™ not only works, it works
without source code. As part of the test,
the team had no access to source files or
listings; they worked instead from sample
data streams and interviews with users.
And still AD2000™ succeeded in protect-
ing the CIA system.

2. AD2000™ saves time and resoices.
Once the team got access to the test com-
puter i they Hled and
tested the application in less than one man
week. Once the application and datasets
were given to the team, there was no
further requirement for FMS program-
mers.

3. AD2000™ works an nwoltiple Iangeages.
The CIA application was written in
COBOL and EASYTRIEVE, and it used
multiple IBM utility programs writien in
an unknown language. AID2000™ han-
dled all of these programs without diffi-
culty.

4. AD2000™ works coucwmently with
other activities. The work was performed
concurrently with the other activities of
TmsurstZI(Pm]eaTum—mdwmh
the migration of the li to

Year 2000 Newsletiery

Success at Treasury

Vohime 1, lssucd

The Tool

AccommoDate2000™ is the Year 2000
solution that does not require program
changes. It may be applied for a fraction of
the time and cost of conventional methods.
1t may be used in place of other approaches,
or as inswance in conjunction with other
methods. Compared to any other Year 2000
solution, AD2000™ is lower cost, lower risk
and faster.

The Test

During Summer 1997, ZONAR used
AccommoDate 2000™ to solve the Y2K
blem for one of Treasury’s computer sys-

the latest version of O /390 — with no
adverse effects either way.

5. AD2000™ is mnobtrasive. The project
barely affected normal FMS activities. In
fact, FMS staff spent less time in
AD2000™ activities than i meetings on
computer access issues.

6. AD2000™ is low-risk. Installation and
testing of the AD2000™ Shell did not
disturb production programs, did not re-
qunexe-educmonofﬂ:ems,mddld

mems.theFmanculM Service's
(FMS) Check Issue Audit (CTA) application
system. CIA provided an ideal test case in
two respects: first, the system is similar to
h ds used throughout go and
industry; second, it embodies a number of
Y2Kpmblamumquew'hmuxymdms
The Results
Thirty days after the application of

ADWmnm\enad,tth[Asystemw
g post-2000 data. This

any p ial for i ew
bugs into the sysiem.

mstheﬁmnwmﬁﬂdemonmmufmy
remediation approach in FMS, and a conclu-
sive demonstration of the tool’s posential.

T R
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STATEMENT BY BRUCE F. WEBSTER
CHIEF TECHNICAL OFFICER, OBJECT SYSTEMS GROUP
CoO-CHAIR, WASHINGTON D.C. YEAR 2000 GROUP

BEFORE THE COMMITTEE ON TRANSPORTATION AND
INFRASTRUCTURE
U.S. HOUSE OF REPRESENTATIVES

SEPTEMBER 29, 1998

TESTIMONY

Mr. Chairman, as well as Mr. Chairman and Madam Chairman of the House Joint Task
Force on Year 2000, and distinguished members of your respective committees, it’s an honor
to appear before you today, representing not just myself but also the 1500+ members of the
Washington D.C. Year 2000 Group.

There are many countries today where gasoline costs $2 to $5 a gallon. Where great
factories run half-shifts and unemployment has crept into double digits. Where intermittent
shortages of various consumer goods cause inflation, long lines, and even government-imposed
rationing. Where the power system suffers rolling brownouts, and the water in some cities is
not safe to drink without treatment. Where martial law is imposed from time to time in
certain areas to help calm domestic unrest.

Now imagine that this is the United States some sixteen months from now.

The Year 2000 crisis is distinct from any challenge that humanity has faced to date. We
have spent the past fifty years constructing a complex, planet-wide network— technical,
informational, economic, logistical, $xcial, even political—than none of us can completely
comprehend or control. It has served us well, especially here in the United States, where its
benefits have given us a strong economy. But we have planted and left unchecked in it the
seeds of disruption. These flaws may cause a million unpredictable, overlapping errors, big and
small, disturbing the flow of information and affecting that which information creates and
moves: energy, water, food, freight, raw and processed materials, people, money, and more
information.

Let us be clear: the Y2K problem will not bring destruction and death as a hurricane or a
war. Nor will it, in my opinion, bring our civilization to a halt, ushering in the post-
apocalyptic world found in science fiction and survivalist literature. But that doesn’t mean it
won't be painful or serious. It will be more than a mere bump in the road ahead or a brief
hiccup in 2 long economic boom. We must not reject all serious consequences because we
reject the most severe and improbable. Wishful disbelief and blind optimism won't shield us
from the very real and likely consequences of Y2K. In fact, it could well make them worse.
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The Cutter Consortium was asked by the International Finance Corporation to assess a
specific list of global economic sectors for potential impact by Y2K. They determined the
following to be vulnerable: financial services, utility and power industries,
telecommunications, manufacturing, industrial and consumer services, social services
(including health care and education), food and agribusiness, chemicals and petrochemicals,
and hotels and tourism. Cutter also singled out transportation as being vulnerable, even
though they had not been asked specifically to evaluate it. In addition, they identified several
smaller sectors tied to those above and so also at risk, including mining, cement and
construction materials, textiles, timber, pulp, paper, motor vehicles and parts, oil refining,

fertilizers and agricultural chemicals'.

Such sectors face Y2K disruptions in multiple ways and on different levels. First are Y2K
problems in corporate information systems that support accounting, administration,
operations, business processes, workflow, and external communications. Next are potential
Y2K problems in the physical facilities: buildings, equipment, plants, vehicles, sensors, and so
on. Legal issues impact not just sharing of information but actual operations; some firms may
scale back or shut down operations for a short period around the Y2K crossover to reduce
liability. Beyond that are Y2K problems in the infrastructure upon which these firms
depend— telecom, utilities, external facilities, and services, not to mention timely deliveries of
raw materials, processed goods, equipment, and supplies. Finally, even if a given firm or sector
is itself in good shape, it may still be impacted by Y2K problems among suppliers, partners,
customers, and government agencies.

When you consider the range of sectors vulnerable to Y2K, the various ways and levels in
which they can be affected, and the complex, global, and interrelated nature of many of the
sectors, you begin to grasp why there are such concerns about the Year 2000 problem. And
while it is good to remember that the duration of most such disruptions will be measured in
days or possibly weeks, we need to also remember that it only took a few weeks of work
stoppage at one supplier of one key part to cause General Motors to shut down its entire
North American manufacturing system, lay off 200,000 workers, lose $1 to $2 billion, and— all
by itself— impact the US economy. With Y2K, we may face dozen of simultaneous scenarios
like that, all interacting with and intensifying one another. Add in possible disruptions to
transportation, infrastructure, and social services, and place it all on top of the weakened
global economy, and we may face profound economic and social consequences. Because of
that, the Year 2000 problem must be for the next sixteen months the most pressing issue for
Congress and the Administration.

1
[ would be happy to answer any questions you or the Committee might have.

Bruce F. Webster (bwebster@osgcorp.com) is Chief Technical Officer of Object
Systems Group (www.osgcorp.com) and Co-Chair of the Washington D.C. Year
2000 Group (www.wdcy2k.org).

! *Y2K Impact Report: Economic Sectors”, The Cutter Consortium, May 1998.






RAIL AND TRANSIT ISSUES RELATED TO THE
YEAR 2000 COMPUTER PROBLEM

FRIDAY, OCTOBER 2, 1998

U.S. HOUSE OF REPRESENTATIVES,
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE,
Washington, D.C.

The committee met, pursuant to call, at 10 a.m., in room 2167,
Rayburn House Office Building, Hon. Bob Franks (Chairman of the
subcommittee) presiding.

Mr. FRANKS. [Presiding] Good morning, ladies and gentlemen.

First I would I would like to ask unanimous consent that we
leave the hearing record of today’s proceedings open for 30 days to
allow members to make comments and submit written questions;
and, secondly, unanimous consent that we make provision for the
Chairman of the full committee, Mr. Shuster, to add a statement
téo tl(lie record of today’s proceedings. Seeing no objections, so or-

ered.

Mr. FRANKS. Good morning. This hearing this morning will be
dedicated to the implications of the Y2K problem for the railroad
industry and the Federal agencies that deal with railroad issues.
We will be hearing from three Federal agencies: the Federal Rail-
road Administration, the Surface Transportation Board, and the
Railroad Retirement Board. We will also be hearing from the Asso-
ciation of American Railroads.

What started as a very simple practice, using two digits instead
of four when writing dates in computer programs, has mushroomed
into one of the most important information management challenges
the Nation has every faced. The Y2K problem demonstrates the de-
gree to which we have come to depend on computers in virtually
every facet of our lives. The problem exists in computer hardware,
operating systems and system software, as well as in any equip-
ment that contains embedded microprocessors such as fire alarms
and telecommunications systems. Anyone who has a telephone or
a bank account could be affected.

The Y2K problems has implications of varying degrees of serious-
ness for the three Federal agencies appearing before us today. The
Federal Railroad Administration is responsible for administering
and enforcing Federal rail safety laws. Y2K problems could hinder
the FRA’s ability to track enforcement cases internally and could
disrupt its docket management.

The STB is responsible for the economic regulation of railroad
rates, practices, and related matters and uses computers for inter-
nal communications and docket management.

(173)
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The Railroad Retirement Board is the independent Federal agen-
cy responsible for determining eligibility for and disbursing benefits
under the Railroad Retirement Act and the Railroad Unemploy-
ment Insurance Act. There are approximately three-quarters of a
million railroad retirement beneficiaries who receive monthly bene-
fit checks from the Railroad Retirement Board through electronic
fund transfers. Y2K problems could affect the board’s ability to
maintain records of benefit eligibility.

In addition, since benefits are transferred electronically, even if
the board is fully Y2K compliant, if the banks are not, beneficiaries
may not receive their checks on a timely basis. We will be inter-
ested today to hear from the witnesses from these particular agen-
cies on the status of their efforts to come into compliance in ad-
vance of the year 2000.

Today we will also be hearing from the Association of American
Railroads. Y2K compliance is a critical issue for the railroad indus-
try. For the larger railroads, dispatching operations that control
train traffic are largely computerized. Significant problems in this
area could literally shut down the rail network or pose significant
safety hazards.

Interchanges of traffic from one railroad to another are mon-
itored through electronic data interchange. Railroads and shippers
also use computers to track the location of shipments, and this in-
formation is often coordinated with port facilities or other origin
and destination points.

Another important issue for the railroads is the degree to which
their vendors have achieved Y2K compliance. Without access to
critical supplies such as diesel fuel, the railroads could literally be
crippled I will be very interested in hearing from the AAR on the
steps that are being taken both internally and externally to ensure
that safety is not compromised and that the rail network continues
to run smoothly on and after January 1st, 2000.

These are very important issues, and I want to thank our wit-
nesses in advance for sharing their knowledge with us today.

Now, I would like to recognize the distinguished Ranking Mem-
ber of the subcommittee, Mr. Wise.

Mr. WISE. Thank you, Mr. Chairman. And I would ask as well,
unanimous consent that the statement of the Ranking Member of
our full committee, Mr. Oberstar of Minnesota, be made a part of
the record.

[The prepared statement of Mr. Oberstar follows:]
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The Honorable James L. Oberstar
Ranking Democratic Member
Committee on Transportation and Infrastructure

Hearing on

Y2K Issues in Railroads and Transit:
Will We Get There on Time?

Friday, October 2, 1998

I’m pleased to be here for the second in our series of hearings on the
Year 2000 problem, looking at how this problem is being addressed in the

railroad and transit industries.

These transportation modes are critical to our Nation’s economic
health. Railroads carry 34 percent of our freight, and the Nation’s transit
systems play an increasingly critical role in getting people to work and to

school in many of our cities and rural areas.
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The Year 2000 problem has two potential aspects. One is the safety
risk, particularly if the train dispatching system is affected so that control of
trains is no longer reliable. The second is the risk of disruptions in railroad
service if railroads cannot keep track of their shipments, their rolling stock,

and their crews.

The risk to railroad safety is the particular responsibility of the
Federal Railroad Administration, and we will want to see what actions it has
taken to make sure that safety is not compromised when the Year 2000
begins. The risk to railroad service is primarily the responsibility of the
railroad industry, and we will want to see what actions it has taken to make

sure that shippers are served without interruption.

We have often seen how any interruption of rail or transit service has
threatened huge economic losses for industry, consumers, and for
employees. While we have never had an interruption of service due to a
computer problem, that possibility now presents itself with the Year 2000

problem.



177

I am looking forward to receiving a thorough assessment of how our
railroad and transit related agencies and carriers are handling this threat. |
am confident that they have the ability to solve this problem, and the
preliminary indications that we have are that both agencies and carriers are
in fairly good shape in their progress toward making their computer systems

Year-2000-compliant.

But we need to assess where we are in solving this problem row so
that we can find out whether the Congress needs to provide any support for

the agencies and the carriers as they work toward solving this problem.

I look forward to hearing from the witnesses today and to hearing
what if any action we in the Congress need to take to make sure we have a

seamless transition to the 21* Century.
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Mr. WISE. Mr. Chairman, I am pleased that the committee is
meeting this week and next on the Year 2000 problem or, as it is
known, Y2K. I approach these hearings with a little amount of
trepidation. I have finally mastered a 5-year-old MacIntosh laptop,
I know it can do e-mail, I can’t go inter- and intraoffice. I am
signed on to an Internet carrier and that is about it. And so these
are fairly complex areas that we are into, but they are they are
very important, and I think you are quite correct to schedule this
hearing.

As I reviewed, the Clinton administration has seemingly estab-
lished a sensible schedule for solving the problem in Federal agen-
cies. The Office of Management and Budget has sent out guidance
to all agencies. The guidance appears to make sense. I keep saying
“seemingly appears,” because I am no expert on this, and I don’t
know that anybody is—although I guess we are all becoming. They
have established a schedule for bringing computer systems into
compliance. In particular, agencies are to identify with their mis-
sion-critical systems or determine whether any of them are not
Year 2000 compliant and fix the ones that aren’t.

After they are fixed, the OMB has set out a process of interest
verification and validation, or IV&V, to test whether the fixes that
have been made on these systems really work. The agencies that
deal with the railroad industry, the FRA, the STB, the Railroad
Retirement Board and the National Mediation Board, seem to be
in pretty good shape in terms of getting their mission-critical sys-
tems Year 2000 compliant. I am going to be interested to see how
many of these mission-critical systems there are and what progress
has been made in getting them fixed.

I will also be interested in knowing what kind of independent
verification and validation system each action has adopted. My un-
derstanding is that each agency has a considerable amount of dis-
cretion in what sort of IV&V you adopt. We need to know what
they are doing so we can assess how sure we can be that it will
really work.

The key word I think is ”“independent.” It is essential that the
verification and validation process be carried out by someone who
is both knowledgeable about the technology and truly independent
of whoever did the fix in the first place.

Carriers, of course, are important to this process. Some of the
carriers I am sure are well organized and have the problem solved
well within the deadline. But there are 550 railroads out there, and
we need to know what confidence we can have that all of those rail-
roads are ready.

You also point out another problem that I think could be in some
ways most significant, Mr. Chairman, and that is of the Railroad
Retirement Board that has a special problem that its operations de-
pend not only on its own computer systems, but on the computer
systems of the hundreds of banks that it deals with through elec-
tronic funds transfer. We need to know what assurance there are
that these banks will be Year 2000 compliant.

Somehow we need to be talking to who is overseeing the banks
to make sure that their systems are being fixed and verified. If the
Federal Government fails to get these checks out on time to the
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hundreds of thousands of railroad retirees and widows, we will
surely have failed to do our job.

You know, it is a bit ironic, Mr. Chairman, as I look around the
committee room at the portraits of the different forms of transpor-
tation, this committee particularly through its highway bill, or
through its TEA-21 legislation this year, is in the process of build-
ing many, many bridges into the 21st century; the only trouble is
if Y2K becomes a problem, we may not be able to move anything
over them.

Thank you very much.

Mr. FRANKS. Thank you, Mr. Wise.

Mr. Duncan?

Mr. DUNCAN. I have no opening statement.

Mr. FRANKS. Ms. Norton.

Ms. NORTON. No opening statement.

Mr. FRANKS. Mr. Blumenauer?

Mr. BLUMENAUER. Thank you, Mr. Chairman.

I just must say that I am stunned at the technological proficiency
of our friend from West Virginia. As the person who will have the
last rotary dial phone in North America, I hope to take him aside
after this hearing. What little I know about the Y2K problem is I
think I would rather be on a railroad passenger train than in the
air on the week that we turn the calendar. But I really appreciate
your scheduling this hearing, and I look forward to learning from
it so that I can maybe get up to the level of some of our more tech-
nically proficient members.

Mr. FRANKS. I would thank the members of the committee.

I would like to move now to the first panel of witnesses. We have
with us Mr. Donald Itzkoff, who is the Department Administrator
of the Federal Railroad Administration; Mr. Lee Gardner, the Di-
rector of the Office of Economics for the Surface Transportation
Board; Mr. Robert Rose, the Chief Information Officer for the Rail-
road Retirement Board; and Mr. Jim Gardner, Technology Consult-
ant to the Association of American Railroads.

I would like to thank all of you for attending this morning.

TESTIMONY OF DONALD M. ITZKOFF, DEPUTY ADMINIS-
TRATOR, FEDERAL RAILROAD ADMINISTRATION; LEE GARD-
NER, DIRECTOR, OFFICE OF ECONOMICS, ENVIRONMENTAL
ANALYSIS, AND ADMINISTRATION, SURFACE TRANSPOR-
TATION BOARD; ROBERT T. ROSE, CHIEF INFORMATION OF-
FICER, RAILROAD RETIREMENT BOARD; AND JIM GARDNER,
TECHNOLOGY CONSULTANT, ASSOCIATION OF AMERICAN
RAILROADS

Mr. FRANKS. And, Mr. Itzkoff, if we could begin with you.

Mr. ITzROFF. Thank you. Chairman Franks, members of the com-
mittee, thank you for this opportunity to testify. In summary, I will
discuss FRA’s internal compliance with Y2K, our outreach with the
;ailroad industry, and the status of the industry’s Year 2000 ef-
orts.

I am pleased to report that on August 28, FRA certified to OMB
that our information systems have achieved Y2K compliance. Last
month, the Department’s Office of Inspector General concurred that
FRA’s mission-critical information systems are Y2K compliant
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today. Unlike the FAA or Coast Guard, FRA does not operate any
computer systems actually managing transportation flows.

FRA’s information systems primarily include sugporting data-
bases of networks. Nevertheless, our experience in bringing these
internal information systems into compliance has enhanced our
outreach efforts with the railroad industry.

FRA began to address Y2K compliance issues in 1997 as part of
our Safety Assurance and Compliance Program. Last July, we con-
vened a major railroad workshop on Y2K where Deputy Secretary
Downey emphasized the importance of preparing for Y2K, stressed
the need to share information and stressed the potential disruption
of failing to achieve Y2K solutions. The meeting was productive,
and we intend to convene a follow-up meeting in early 1999.

In addition, FRA has also requested and received from the major
Class I railroads specific reports addressing the status of Y2K ac-
tivities in coordination with tenant commuter railroads and con-
necting short line and regional carriers. I ask that a copy of the
Aus'ust 13, 1998 letter of Administrator Molitoris on this subject
an aesponses we have received be made a part of the hearing
record.

[The information follows:]
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US.Depanment Administrator 400 Seventh St., S.W.
of Transpartation Washington, D.C. 20590
Federal Railroad

Administration

AUG | 3 198

Mr. Robert D. Krebs

Chairman, President and CEO

Burlington Northern Saata Fe Corporation
P.O. Bok §61052

Fort Wi Texas 76161-0052

On July 20, the FRA sponsored a workshop in Washington to discuss Year 2000 (Y2K) issues in
the railroad industry. Over 60 participants attended, with excellent representation from across
the industry, resulting in a productive initial meeting on this very important topic. Enclosed is a
summary report describing the proceedings of the workshop.

FRA has moved aggressively to address Y2K issues affecting our internal operations, and I am
pleased to report that earlier this summer we certified the agency’s Y2K compliance for mission
critical systems under our operational control. As you know, however, increasing attention has
focused not only on the response of the Federal Government to Y2K, but on the irupact of this
issue throughout all sectors of the American economy. President Clinton has submitted "Good
Samaritan” legislation to the Congress which if enacted would exempt organizariens from
liability for sharing information about Y2K fixes. Congress is also considening further
legislation to identify other YZK problems and provide necessary additional resources.
Railroads, because of the very significant role they play in the economy, are oue of the sectors
coming under particular scrutiny.

Ou September 3, the Senate Select Committee on the Year 2000 will hold a hearing on the
impact of Y2K on the wansportation industry. In preparation for this hearing, and in order to
permit me to provide accurate information to the President and to the Congress, [ would greatly
appreciate your observations regarding vour personal involvement m addressing Y2K matters
throughout your organization, as well as the status of Y2K assessment, renovation, validation,
and implementation activities with regard to both safety-critical and business systems. To the
degree possible, any informatoa about the extent to which you are involving employees m
identifying potential Y2K problems as well as informing them of the fixes that have been carried
out would be helpful. Finaily, I would appreciate it if you would describe the extent to which
you are coordinating your Y2K activities with tenant communter railroads connecting short line
and regional railroads. A
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Your voluntary responses will be very helpful to the agency as we prepare in the near term for the
September 3 hearing. If asked to testfy before Congress, I hope to confirm the reports we have
received through our outreach efforts that the ratiroad industry has the Y2K problem in hand.
However, it is important that, if problems exist, they be highlighted so that appropriate resources
be allocated to resolving them.

Finally, I have also included for your review Presidential Decision Directive 63, issued by the
President'on May 22, 1998. This directive implements the recommendations of the President’s
Commissién on Critical Infrastructure Protection to encourage private sector participation in
_necessary activities associ‘ated with protecting the Nation’s critical infrastructure from physical
and cyber threats. Dr. Willlam Harris gave a presentation on this important issue to the July 20
workshop, and I ask that you review PDD 63 and consider potential parmership efforts to assure
the security of the railroad industry.

Thank you very much for your assistance. I look forward to hearing from you.

Sincerely,

olene M. Molitoris
Administrator

Enclosures
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BY FAXMITTAL
August 25, 1998

Ms. Jolene M. Moalitoris
Admiristrator .«

U.S. Department of Transportation
Federal Railroad Administration
400 Seventh St., S.W.
Washington, DC 20590

U.S.A.

Dear

Thank you faor your letter of August 13, 1998, requesting feedback on
Canadian National's Year 2000 program in preparing for the September 3
Senate Select Committee hearing. Year 2000 readiness is a top priority for CN
and 1 have taken a close personal interest in our progress. | have assigned
responsibility for CN's Corporate Year 2000 initiative to Fred Grigsby, our Vice-
President and CIQ. Fred keeps me and the CN executive group up to date on
Year 2000 progress through regular reporting on all CN internal and business
partner aspects of the issue.

CN is on target to complete most components of Year 2000 conversion
by the end of 1998, induding mainframe computer systems, voice and data
communications and embedded systems. Personal computer upgrades are
scheduled for completion by mid 1999 through an aggressive change-out
program which will ensure full Year 2000 compliance for ail desktop
computing. CN is communicating with all suppliers, customers, shartlines and
tenant commuter services to determine their Year 2000 progress. Emphasis
here is on identifying contingency plans where key partners are at risk or where
electronic data interchange (EDI) with CN could be affected by Year 2000
issues. We recagnize that our lack of direct control aver these business partners
presents a risk which must be managed as circumstances dictate. For further
detail on CN's approach to year 2000, | have attached a brief recently presented
to the Canadian Parliament’s Standing Committee on Industry,
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Ms. Jolene M. Molitoris
Page 2
August 25, 1998

Our Year 2000 initiative has been given the highest visibility within the
corporation through the establishment of an executive Year 2000 steering
committee whose members represent each business unit. This group meets
monthly to review progress and correct any problems identified. In addition to
this group, there are locally appaointed Year 2000 representatives spread across
the CN system to facilitate remediation efforts in their areas.

CN employees are kept up to date on Year 2000 issues and progress
through an awareness program incorporating quarterly desk-dreps for general
information, and various forms of directed communication for Year 2000
activities that impact specific groups. We encourage our employees to take
ownership of Year 2000 issues and to identify all deviations from pian.

We coordinate activities with other class 1 railroads through the AAR,
the Railway Association of Canada and through direct communication, as
needed. Through established customer contacts we are dealing directly with
shortlines and commuter services, and report feedback to the Year 2000
steering committee.

In summary, | am confident that CN has the management processes in
place to achieve Year 2000 readiness.

Yours sincerely,

Paul M. Tellier
President and
Chief Executive Officer

Attachment

cc.  Fred Grigsby, Vice-President & CIO
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Ms. Jolene M. Molitoris
Page 2
August 25, 1998

Our Year 2000 initiative has been given the highest visibility within the
corporation through the establishment of an executive Year 2000 steering
committee whose members represent each business unit. This group meets
monthly to review progress and correct any problems identified. In addition to
this group, there are locally appointed Year 2000 representatives spread across
the CN system to facilitate remediation efforts in their areas.

CN employees are kept up to date on Year 2000 issues and progress
through an awareness program incorporating quarterly desk-drops for general
information, and various forms of directed communication for Year 2000
activities that impact specific groups. We encourage our employees to take
ownership of Year 2000 issues and to identify all deviations from plan.

We coordinate activities with ather class 1 railrcads through the AAR,
the Railway Association of Canada and through direct communication, as
needed. Through estabiished customer contacts we are dealing directly with
shortlines and commuter services, and report feedback to the Year 2000
steering committee.

In summary, | am confident that CN has the management processes in
place to achieve Year 2000 readiness.

Yours sincerely,

Paul M. Teilier
President and
Chief Executive Officer

Attachment

¢c.  Fred Grigsby, Vice-President & CiO
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Remarks to the Standing Committee
on Industry

Notes for remarks by

Fred R, Grigsby

VICE PRESIDENT
AND CHIEF INFORMATION OFFICER
CANADIAN NATIONAL RAILWAY COMPANY

at the Standing Committee oa Industry

Orttaws, Ontario
April 21, 1998

(Please check against delivery)
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Presentation to the House of Commons
Standing Committee on Industry

Thank you Madam Chairman, members. With me today is Jim
Bright who is our Director of IT Customer Service. He was
responsible for ensuring that the Y2K Project was set up and
managed properly.
I am'plea_sed to be here today to share with the Committee some of
the initiatives we have taken at Canadian National Railway with
regard to the Year 2000 Project.

This is not a new subject for CN. Work on addressing the so-called
millennium bug began in September of 1996 and within three
months of that date, the magnitude of the problem became very
apparent. What had perhaps at one time been identified as merely
a systems anomaly, was in fact an event which affected every
aspect of CN’'s business and, which if left uncorrected, could
conceivably have brought the railway to a standstill for an extended
period of time.

This inability to operate would no doubt have had a profound
impact on Canada’s entire transportation and distribution logistics
system - possibly bringing the nation’s economy to a grinding hait.
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Without sounding like a messenger of doom, | would like to
provide members of the Committee with a brief overview of the
actions CN has taken to deal successfully with the Y2K problem.

The first challenge for CN was to deal with its main core computer
systems. From systems which control the safe movement of trains,
to those systems responsible for handling financial, inventory,
billing- and customer request data - all had to be identified,
converted and tested. Part of this process included a compléte
inventary of all in-house and/or purchased operating systems and
software packages.. A review was also made of all of CN's déta
bases. At CN there are some 41 million lines of code - most of
which can be found in a very mixed environment of operating

systems.

CN contracted with its outside system support suppliers System
House and Lafontaine, Gauthier, Shattner (LGS) tc convert all the
lines of code. To enhance the accuracy, while reducing the cost of
conversion by some 60%, the results were subsequently run
through CN’s own in-house test factory. The mechanical conversion
of line codes reduced the time required to complete this process by
S0%. As of today, this initiative is 60% complete with a final target
for completion of November of this year.
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CN has also addressed those systems which control the safe and
efficient movement of trains over its nation-wide rail network. This
includes the signaling systems, wayside inspection and monitoring
systems, all crossing and other warning devices and radio networks
- all of which are microprocessor based and could be rendered

useless by the date problem.

These are all critical, safety-sensitive systems requiring extensive
government certification. Currently CN is identifying each and every
piece of equipment it has in its inventory - down to the sub-
component level. In addition, highly-specialized test requirements
and specifications are being developed. This particular initiative is

scheduled for completion by the end of this year.

But beyond its rail network, CN has switching yards, maintenance
facilities, electrical shops, locomotives, réfrigerated rail cars,
buildings with elevators and heat control systems, containers, lift
cranes and specialized work equipment. Each of these items needs
to be supplier certified, item by item. In many instances this
involves contacting the vendors through our legal department and
specifically requiring certification of all their products. For those
who are not able to comply within a specified time frame, CN finds
alternate suppliers immediately. In other instances, depending on
the criticality of the product, CN may eliminate preferred supplier
status. '
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As an example, GM, a major supplier of locomotives, is in the
process of testing and ensuring every component in CN's highly

sophisticated locomotive fleet.

This process of supplier certification is expected to be completed by
the end of this year with follow-up risk analysis and actions being
taken through 1999.

CN has also addressed its PC-based computer, end-to-end data énd
voice communications networks - all vitally critical to the storage,

retrieval and transmission of information.

At CN, PCs older than 1995 are non-compliant. Therefore our PC
asset base must be more current than 1994. Obviously, this has
significant cost implications. Fortunately, CN basically deals with
one supplier. However, it has forced the company to increase its
planned acquisition expenditures over the next two years. Priority
is being given to Y2K compliance versus satisfying end-user
requirements. This has been difficult for some to accept however,

but we are coping.

CN is on schedule to complete end-to-end testing of its entire
Canada-wide communications network in conjunction with the
Stentor Group.
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This is perhaps one of the most difficult aspects of our operations
to test and evaluate. Any component in the end-to-end network
could cause systems failure. There are no standards or procedures
to follow. As a result, we have established an in-house simulation
network. This allows CN to ensure all components in the network

are similar to those in the test environment.

This extensive eXercise is being carried out with a number of our
telecommunication suppliers such as Bell to ensure that CN has

identified and dealt with any anomalies that might arise.

Over the years, user departments within CN have designed and
implemented their own somewhat unique systems, rﬁany of which
have now become mission critical. For example CN has a daily
information bulletin system that is broadcast to operating
employees in the field. These bulletins cover such topics as track
outages, traffic embargces or train detours and diversions. This
system was developed by the operations department to satisfy their
own needs. Today, Information Technology supports this activity.
There is also a myriad of other "homegrown” financial and
reporting systems. throughout the Company.

in light of this, there was some concern that if each of these
systems was not fully identified and understood, there was the
possibility they would be overiooked.



192

Since beginning the Y2K project, we have adopted a motto at IT -
“if we don’t know about it, we can’t fix it.” The Business must
ensure that their home-grown solutions are included. Ensuring
these sometimes diverse systems are compliant through testing and

conversion is a major initiative on its own.

However, we believe that we have inventoried all of the various
systems, have developed a program for dealing with each of them

and have initiated appropriate plans for their conversion.

As one can imagine, the task of ensuring that all systems at CN - no
matter their function or location - are compliant is a Herculean one.
What has made that task somewhat easier is the commitment from

CN’s top executives.

Mr. Tellier, our President and CEO has been extremely supportive of
this project from its inception.

in November of 1997, complete project responsibility was placed
under the control of the Chief Information Officer. A Steering
Committee, compased of vice-presidents of the various functions
throughout the corporation was established to provide direction to,
and to monitor the results of, fleld leve! representatives who are
responsible for specific deliverables.
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The Steering Committee meets manthly where progress is analyzed
and any slippage is reported directly to the President and the senior

executive.

As can be seen, the Y2K project is one which has the direct
involvement of the most senior people at CN. In fact, Mr. Tellier
has stressed continuously that the Y2K project is the number one
priority for CN.*"

And this leads me to the impoﬂéhce of communications in CN's
overall Y2K strategy. '

An extensive communication program has been developed to
ensure all of our employees are aware and understand CN progress
in dealing with the Y2K issue. CN has established specialized
bulletin boards on its E-Mail network where employees can find
answers to specific questions. This has been augmented by a

number of broadcast £-Mail messages directly to all employees.

Working committees overseeing the various aspects of the Ya2K
project are responsible for informing their own employees. 1.T. has
its own quarterly newsletter which is sent to every employee.
Printed reminders are also included in employee paystubs and
articles on the Y2K project have also appeared in CN’s internal

employees magazine.
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CN’s external marketing related publication - “Movin” - is used to
send information on the Y2K project to the company’s customers

and suppliers.

With regard to customers, CN is currently modifying or replacing
computer systems which it has provided over the years to
customers for such activities as equipment ordering or tracing.

o

The Company has also dealt with its suppliers to ensure that not
only are they compliant - but that the suppliers’ suppliers are also
compliant. Obviously, it is vital that there be a constant and
adequate supply of those products and services critical to the
continued operation of the railway. If there is any doubt
whatsoever, CN will if required, increase its inventories to ensure

adequate supply for a full year.

Beyond customers and suppliers there are a host of other partners
who inter-relate with the railway. There are joint ventures and
subsidiaries.  For instance, CN has a considerable investment

division, which is responsibie for a $10 billion pension fund.

There are also the numerous other railroads - from the mega-giants
to the smallest of the short line operators - with which CN
interchanges traffic and data on a daily basis.



195

The intermodal and international movement of freight by other
maodes - truck and/or vessel - also needs to be addressed. In this
regard, CN is currently developing test scenarios with all of its
transportation partners. Obviously this is an extremely complex

task requiring synchronization and cooperation.

For example, all of CN's interchange waybills (the documentation
required to move a piece of railway equipment) are passed along
electronically between the various carriers involved in moving a
customer’s goods. The impact of a failure of any one link in this
communication chain could be as severe as if CN’s own internal

systems did not work.

In closing, | believe that CN is in what one could call the “good to
excellent” category. | believe that we have identified and put in
place initiatives for every aspect of the corporation’s operations.
But | still worry about the impact of Y2K.

At CN, things may be in order, but what about the rest of the
country or for that matter the North American continent? All
aspects of the value chain must be working properly if we expect to
manage our way effectively through the upcoming period.

There is a lot at stake. There is a lot to do. Butitis not impossible

to complete.
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It takes a systematic approach - requiring extensive executive
support. It takes superior project management by dedicated

people. And it takes education, communication, and partnership.

However, | need not remind members of this committee that it is
now getting rather late into the game. For these who have not
started - my advice is begin immediately. And for those who have

already started - go faster.

It can be done because it must be done. The North American

economy relies on our collective success.

Thank you for your attention. Mr. Bright and | are available. to

answer any questions committee members may have.
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UNION PACIFIC RAILROAD COMPANY

JERRY DAVIS 416 DODGE STREET
PRESIDENT aND ROON 1230

CrikF OPERATING OFFICER m CMAHA NEBRASRA AB17H 743

August 28, 1998

The Honorable Jolene M. Molitoris
Administrator

Federal Railroad Administration
U.S. Department of Transportation
400 Seventh Street, S.W.
Washington, DC 20590

Dear Jolene:

Attached you will find an updated status of our Year 2000 compliance project. As
noted in the report, our project is well under way. We will continue to focus appropriate

resources to ensure its success.
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UNION PACIFIC RAILROAD YEAR 2000

One of the most critical issues facing our Corporation, as well as our business partners. is the
Year/2000 compliance. Because Year/2000 (Y2k) has implications in all areas of our business.
ensuring that Union Pacific Railroad and Union Pacific Corporation are Y2k compliant prior to
the next century is of the highest priority. Quarterly reports on Y2k issues and progress are
provided to me and other top level Railroad executives. In addition, an executive level oversight
position has been established to assure success in this etfort. The following information includes
an overview and a detailed status report on the Union Pacific Railroad’s Y2k project.

OVERVIEW

The Y2k compliance project at Union Pacific Railroad is focused in five critical areas and includes
software (both internally developed and purchased), hardware, and embedded chips inside
equipment and machinery. The Railroad's enterprise-wide project encompasses computer systems
and equipment in two data centers and a telecommunications network with thousands of personal
computers, 3270 terminals, radios, telephones connected with land lines, microwave, tiber optics
and satellite links for data and voice communications spread over 23 states. Equipment containing
embedded computer chips includes locomotives, automated train switching systems, computer
aided train dispatching systems, signaling systems, computerized fueling stations, weigh-in-motion
scales, cranes, lifts. PBX systems, and computerized monitoring systems throughout the company.

In addition to the equipment described above, we are dependent on 72 million lines of code in
mainframe systems; over 100 newer client/server applications with eight million lines of code; and
millions of daily EDI transactions with customers, vendors and other railroads; plus services from
hundreds of service providers. Fortunately. work began early on our Y2k project by starting the
research in 1994 and completing an impact analysis of our mainframe COBOL systems in 1995.
The Y2k project began in eamnest in 1996 and has been a number one priority ever since.

Union Pacitic decided the best way to approach this complex enterprise-wide project was to divide
it into five sub-projects:

Maintrame Systems

Client Server Systems

User Department Developed Systems

Vendor Supplied Software, Hardware, and Embedded Systems
Electronic Commerce and EDI Systems

RS S

All sub-projects have completed inventory and assessment phases, and have detailed project plans
in place. Renovation, testing, and implementation are well under way, and most areas are
scheduled to be completed in 1998. In addition to the importance of the five sub-projects listed
above, addressing project management issues is vital to the success of the project. These include
establishing disciplined project management, providing effective intenal and external
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communications, performing contingency planning, creating documentation, and minimizing risk.
A description of project management issues, recent Y2k events, and the five sub-projects follows.

PROJECT MANAGEMENT

Building on Union Pacitic's foundation of concurrent planning and project management
methodology, a Y2k enterprise approach to project management was developed. The Y2k
management processes include committed executive management sponsorship, deliberate project
planning, robust measurements, regular project updates, and an adequately statfed Project
Management Oftice (PMO) with experienced personnel.

To provide the necessary management support, project managers are assigned to each of the five
sub-projects. For the Mainframe Systems, additional project managers are responsible for the
COBOL systems, the Transportation Control Systems (TCS), and the FOCUS Systems.
Departmental coordinators are assigned from each department to coordinate their part of the
project. The business experts and technical systems experts for every sub-project are vital to the
success of the project and are responsible for completing the tasks on time. In addition to the
formal project review meetings which are held several times each month. the project managers
also meet informally with each of the various teams and individuals.

RECENT EVENTS

July-21-1998 Union Pacific's Y2k Project receives Exceptional, A+ rating: Electronic Data
Systems (EDS) completed an independent audit of Union Pacific Railroad's Y2k readiness for
General Motors. Some of their comments follow:

“The Y2k project is number 1 priority with the Union Pacitic Corp. The project
and Y2k preparedness have the full support of the highest levels of the
Corporation.”

"Union Pacific has demonstrated full commitment and exceptional processes and
documentation to assure Y2k compliance.”

" Assessors reviewed management reports, schedules, project plans. and detailed
documentation -- both printed and on-line -- and found them to be exceptional.”

“Union Pacific has done a very detailed analysis of their suppliers and components
and is well on track to contact and evaluate all critical suppliers and components
by year end 1998."
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"Union Pacific has plans to implement manual systems in case unforeseen
situations develop which may impact support of their customer base.”

"An exceptional Y2k readiness project is in place. Union Pacific can and should
be proud.”

COMMUNICATIONS PLAN AND MEASUREMENTS SYSTEM

An effective communications plan and measurement system were established early in the project.
The communication plan is coordinated with our employee communications group, public
relations, our attorneys, marketing, and the purchasing department. The communication plan
includes letters, surveys and follow-up telephone calls to our suppliers, blanket communications
to our customers, and completion of the surveys sent to us by our customers concerning our Y2k
project. A Y2k Hotline number and Y2k E-mai! address were established, and there are internal
communications with employees and management.

The measurement system proved to be an indispensable piece of the communications plan. The
metrics provide summarized progress reports for executive management and detailed reports for
the groups working on the project. Information from these monthly and weekly progress reports
is communicated regularly to all the employees through newsletters, Lotus Notes, and our internal
web site. Everyone on the team and all the people assisting the team know the current status of
each project.

CURRENT PROJECT STATUS

1. Mainframe Systems - Software developed for enterprise-wide mainframe systems is
essential to the business. Nearly 80% of these systems have been converted, tested,
implemented, and certified Y2k compliant by August 1998, and the rest are on plan to be
completed by December 1998.

2. Client Server Systems — Union Pacific has over 100 enterprise client server systems in
production or under development. In 1998, a full-time project team was established to
assist the application project managers in testing these systems and data feeds to and from
mainframe systems that may be using two-digit years. Currently, over 30% of these
systems are completed, and all critical client server systems are on plan o be certified Y2k
compliant in 1998 and the non-critical systems early in 1999.

3. User Department Developed Systems — This category includes mainframe and PC-based
systems developed by intemnal user departments. Headed by a coordinator within each



201

4.

area, departments have currently completed over 70% of their systems, with the remainder
on plan to be completed in 1998.

Vendor Supplied Software, Hardware and Embedded Systems — The Y2k work is not
limited to the company's internal systems. Union Pacific continues to contact vendors,
governmental agencies, financial institutions, and even competitors to verity that they are
prepared. The scope of this project includes vendor-supplied software, desktop,
mainframe and server hardware, as well as databases and operating systems.

Union Pacific is working with connecting shortline and regional railroads via our
involvement in various AAR committees. [n cooperation with the AAR, Union Pacitic
is sharing information on the compliance and testing of safety critical components common
to the industry. Union Pacific has committed to help fund the development of a shared
web site for this purpose, and access to this information should be available in the
third quarter of 1998. The commuter railroads running on Union Pacific tracks are
included in our Y2k compliance activities.

We are also asking essential suppliers to inform us of the Y2k status of their internal
systems. Our vendors must ensure that their internal systems are compliant so that they
will continue to provide products and services to the Railroad beyond the year 1999. In
1998, we have, to dare, identified 335 highly critical companies, and our Supply
Department currently has responses from over 90% of our critical suppliers indicating they
have a solid Y2k project plan.

All departments are responsible for the equipment and sottware they purchase, maintain
and/or manage. All department heads are personally involved and have completed their
inventory and determined which components are critical. Currently, departments are
assessing Y2k compliance of their critical items and following up with their critical
vendors. The Y2k Project Management Office is monitoring performance against the
project plan.

To assure safety and Y2k compliance, selected critical software, hardware, and embedded
systems are being tested by Union Pacific, even if they have been centified by the vendor.

Electronic Commerce and EDI Systems — Union Pacific's electronic commerce and EDI
systems Y2k project covers all the electronic exchanges of information with customers,
vendors, other railroads and banks.

The railroad industry has agreed on a Y2k EDI transaction standard that will be
implemented in late 1998. This standard requires a 4-digit year. Union Pacific is taking
an active role with the AAR in testing the new standards with other railroads and trading
parmers. Since many companies will continue to use 2-digit years, Union Pacific will be
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able to support older versions of EDI transactions and interpret the 2-digit year to the
appropriate century for our internal applications.

CONTINGENCY PLANNING

Another area of focus for 1998 is Y2k contingency planning. We will complete this plan in 1998
and make adjustments as needed in 1999. Currently, we plan to have a Y2k command center
statfed 24 hours a day in the fourth quarter of 1999 -- continuing into early 2000 -- for any
problems that might occur due to the Y2k. The staff will consist of technical experts to fix or
advise “what to fix™ it systems fail, as well as knowledgeable representatives from each business
unit. Although we expect and have planned for January 1, 2000 to be just like any other day.
contingency plans will be ready to implement just in case.

DOCUMENTATION

We are caretully documenting all our work to provide repeatable and demonstrable processes.
We are documenting and storing internal and external correspondence and E-mail, all project
plans, test plans, test results and test data, progress and status ~eports, responses to our surveys,
and notes from telephone conversations with our key vendors.
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BNSF JEFFREY R. MORELAND Burlington Northern Saata Fe
Senior Vice President Corporation
Liw and Chief of Staff

PO Box 961052

Fore Worch TX 76161-0052
2650 Lou Menk Drive 2nd Floor
Fort Worth TX 76161-2830
817-352-1350

817-352-7111 Fax

August 31, 1998

Ms. Jolene M. Molitoris
Administrator

Federal Railroad Administration
400 Seventh Street, SW
Washington, DC 20590

Dear Ms. Molitoris:

Rob Krebs asked me to respond to your recent letter about Y2K issues in the railroad
industry. You'll be pleased to know that BNSF's efforts to ensure a safe and "seamless” transition
of our information and operating systems through year 2000 are proceeding on schedule and that,
from our perspective, the level of cooperation among the railroads on this critical issue is
excellent.

BNSF's Y2K situation may actually be better than some railroads because our core
operating system, known as the Transportation Service System (TSS), is relatively new. You'll
recall that Santa Fe started development of TSS in the early 1990s, just as concerns about the
Y2K issue were emerging. As a result, the foundation of our system was developed with year
2000 in mind. Furthermore, as we updated TSS and adopted it during 1996 and 1997 for the
merged BNSF system, further adjustments were made for Y2K.

The bottom line is that while our company stil! has work to do to ensure a seamless Y2K
transition, at this point the tasks we're facing appear quite manageable. We're shooting for all
code changes and testing to be completed by December 31, 1998, so we will have an entire year
for addressing unexpected problems that arise with BNSF systems and for supporting
industry-wide Y2K projects. We're well aware that the high degree of interdependence between
railroads means that if one railroad fails or struggles with Y2K, we all suffer. We'll be doing our
best during 1999 to ensure the entire industry, including regional railroads, has their systems
prepared for year 2000.

BNSF's Y2K efforts are managed through our Year 2000 Project Office, which is
supported by a team of 112 people from across the railroad. These team members are responsible
for identifying all potential Y2K issues for their areas of responsibility and also for sharing
detailed status reports on our Y2K project within their departments. Our IT people have identified
29,645 "modules” of code for analysis, and we've completed checks on 24,324 modules thus far.
Our checks revealed that 4,657 modules required changes for Y2K, and 2,755 changes have been
completed. We estimate that all remaining modules requiring code changes will be completed by
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November, 1998. While it may sound like a lot of code changes are necessary, this is actually a
relatively modest number compared to other businesses of our size.

In addition to code changes, we've identified 2,146 "items” on our railroad with embedded
processors, ranging from grade crossing systems to hump-yard systems and telecommunications
plants, that need to be verified for Y2K compliance. Of these, we've already determined that 933
items are compliant, 180 are not and need to be made so, and 1,033 still need to be investigated.
Investigations will be completed by the end of this year, and all items will be compliant by
mid-1999.

To ensure nothing slips through the cracks with this project, we're taking two steps to
verify our Y2K work. First of all, we plan to install an isolated test system later this year and then
perform integrated checks of all our computer functions. This testing will be completed early
enough to allow plenty of time to fix any unforeseen problems that occur. Secondly, we've
retained a consulting firm to provide an objective "third party” overview of our Y2K efforts. The
consultant’s work is already underway, so we'll have plenty of time to address any weaknesses
that are identified in our approach or any technical shortcomings that are uncovered.

Our entire senior management team is briefed on our Y2K project monthly, and the audit
committee of our board of directors also receives regular status updates. By the time everything is
over and done with, we anticipate the total cost of BNSF's Y2K efforts will be about $20 million.

Frankly, during my 20 years in the railroad industry, I've never seen a project that's been
analyzed more carefully or approached more thoroughly than Y2K. If you or your staff have any
additional questions about our Y2K effort, feel free to call me or BNSF's Y2K project leader, Mr.
Ken Crane, at 817-333-5605.

Sincerely,
Mot

Jeffrey R. Moreland
Senior Vice President - Law
& Chief of Staff
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Nationa! Railroad P ger Carporation, 80 Avenue. NE, gton. OC 20002 Teiep 1 (202) 906-3000
m— George D. Warrington
Acting President & Chlef Executive Officer

September 8, 1998

Hongrable Jalene M. Malitoris
Administrator

U.S. Department of Transportation
Federal Railroad Administration
400 Seventh Street, SW
Washington, DC 20590

Dear Ms. Malitoris:

Thank you for your letter of August 13, 1998, and the information on the
FRA-sponsored warkshop in Washingtan, which discussed the Year 2000 (Y2K)
issues in the railroad industry.

Amtrak has moved actively to address the Y2K issues that may be affecting the
mainframe business systems, and | can report that the remediation of all
mainframe systerns are well on the way of being ready for the Y2K calendar
change over. Amtrak’s Y2K remediation project has been active and staffed
since January 1997. The Information Technology Service Center (ITSC) has
taken the lead in identifying Y2K issues that apply to the application systems that
support our daily business operations.

Amtrak has worked with three companies that specialize in remedying legacy
business application systems far the Y2K. In June 1997, the assessment of
Amtrak's reservation system (ARROW), which was completed by Bedford
Associates, revealed that out of 5000 programs only nine programs required
changes to become ready for the Y2K calendar. These changes have been
made and testing of ARROW and fts communications links to the airlines and
travel agencies has started.

The conversions of all other business information are also in progress and on
schedule. An inventory and software assessment was completed ahead of
schedule in September 1987. The conversion of the Travel Agency Processing
system has bsen completed and the Y2K-ready programs are now ready for
implementation imto production. This system served as a pilot project for the
purpase of valldating the Y2K conversion methodology. Amtrak has cantracted
with |IBM and IMR (Information Management Resources, Inc.) to convert the 54
application systems. The two companies were selected through the competitive
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bidding process for their expertise in making legacy systems ready for the Y2K.
Excellent progress on changing the programs is being made by both companies.
Many of the affected programs have been converted and are now being tested
validating the accuracy of the Y2K-program changes.

Cther initiatives are aisc in progress. For example, the material management
system is baing upgraded to a Y2K ready version. A questionnaire has been
propared which will be sent to Amtrak’'s major materiai suppliers to ascertain their
systems readinass for the Y2K. The Finance and Human Resources
DOepartments are saficiting bids for a replacement payroll/personnel system.

Amtrak’'s Assistant Chief Engineer has initiated the Communications & Signals
Y2K Compliance Program. The purpose of this program is to evaluate every
device and software process used in the day to day operations of the signal or
communications system that is either microprocessor or computer based. Our
ITSC Department will contact key vendors requesting certification of equipment
that contain embedded computer chips. The electric power companies that
supply electric power to Amtrak in the Northeast Corridor have been contacted
requesting a certiflcation of their systems' readiness for the Y2K. Responses are
being received from the utilities attesting to active Y2K projects and their planned
Y2K readiness. So far, no Y2K equipment issues from the embedded computer
chips have been identified.

An outside cantractor has performed an nent of the software for the
Centralized Traffic Control systems (CETC) and the impact report has been
Issued. This report idertifies all programs that require Y2K related changes
including Y2K changes to the operating systems and third party software used by
CETC. All modification and testing is scheduled for completion in the first quarter
of 1999,

Amtrak has contacted QUALCOMM, the company supplying software for train
cammunication to verify the Y2K readiness of the software supplied by them.
Amtrak is continuing with testing the software as a part of the Y2K project for
business systems remediation.

1BM who supplies mainframe computer services through the outsourcing contract
has initiated a project that identifled the computer equipment and software used
at Amtrak. Many of computer hardware and software items listed in the
document have already been certified Y2K ready by the vendors. !8M and
Amtrak are verifying this information through independent testing of the hardware
and software components.
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In summary, Amtrak has a well-established Y2K project for making the computer
systems ready for the Y2K calendar change. Amtrak and expert consultants who
specialize in Y2K software conversion staff the project. The inspector General,
the Assistant Chief Engineer and ITSC are coordinating Y2K efforts by sharing
information on Y2K conversion activities. Amtrak's business systems conversion
project is on schedule and will finish by June 1999.

B call me if you have any questions or need further clarification.

Acting P ésident
Chief Executive Officer

cc: Members, Amtrak Board of Directars
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ANS 130
SOUTHERN

Norfolk Southern Corporation David R. Goode
Three Commercial Place Chairman. President and
Norfolk, Virginia 23510-2191 Chief Executive Officer
Telephone (757) 629-2610

Facsimile (757) 629-2306

August 26, 1998

Ms. Jolene M. Molitoris
Administrator

US Department of Transportation
Federal Railrocad Administration
400 Seventh Street, SW
Washington, D.C. 20550

Dear Jolene:

In response to your request for information regarding our Year 2000
(Y2K} effort dated August 13, 1998, below is Norfolk Southern’s
approach and readiness in dealing with this issue.

Norfolk Southern takes the Year 2000 situation very seriously. Since
October 1995 we have had a large active project to address Y2K across
our organization. Our initial efforts were concentrated on remediating
our business critical mainframe application. Approximately 30 million
lines of code in this environment have been remediated, unit tested,
and placed back into production. A large-scale mainframe test
environment is now in the final stages of being established to allow us
to test these applications in a Y2K environment.

From an enterprise perspective, I have appointed our Vice President of
Information Technology, Wick Moorman, and Assistant Vice President
Corporate, Gene Carter, to lead this effort. On June 24", I issued a
memorandum to all Vice Presidents and Department Heads at our company
emphasizing the significance of our Y2K effort {Attachment A).

Our project is staffed by a combination of dedicated IT resources,
departmental representative, and on-site consultants. Our Project
Management Office is providing direction and guidance to all
departments. All business and departmental critical items have been
inventoried for our 28 end user departments within Norfolk Southern.
We are currently working on our Assessment Phase. A copy of our
timeline with major milestone objectives is attached (Attachment B).

We are championing awareness and communication of the Y2K effort within
Norfolk Southern by use of our Intranet web site to communicate to all
of our NS employees. We have also held Y2K Expos for our employees in
each of our three major cities, Norfolk, Atlanta, and Roanoke. These
were actended by a significant number of management employees who
learned about our internal efforts.

Operating Subsigdiary: Norfoik Southern Railway Compary
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As you may be aware, we are working with the AAR and the other major
commuter, shortline, and regional railroads to determine their Y2K
compliance status. In addition, we have surveyed our major
vendors/suppliers as to their status. We will take appropriate action
if required by the responses to our surveys when these are reviewed.

Additionally, the Audit Committee of our Board of Directors is very
aware of this issue. We make quarterly reports to this group about our
progress on Y2K.

Finally, with regard to Presidential Directive 63, Wick Moorman was in
attendance at the July 20" workshop, heard Dr. Harris’ presentation,
and we are currently reviewing PDD 63 to determine how Norfolk Southern
should respond.

If you would like to discuss our Y2K effort with me, please feel free
to call me. Should your staff have questions regarding our Y2K effort,

please have them contact our Project Management Office, 110 Franklin
Road, S.E., Roanoke, Virginia, 24042-0058.

Sincerely,

L

Attachments
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ATTACHMENT A

Norfolk, Virginia - June 24, 1998

J.F. Corcoran J. L. Manetta D. W. Seale

P. N. Austin H. C. Mauney, Jr. R. S. Spenski

D. A. Cox D. W. Mayberry R. W. Stephens
T. L. Finkbiner J. W. McClellan W. C. Wooldridge
N. S. Fleischman K. B. McQuade J. [. Chapman, Jr.
R. C. Fort, Jr. C. W. Moorman S. G. Hanes

1. W.Fox, Jr. P.R. Ogden D. M. Martin

T. J. Golian J. P. Rathbone R. C. Steele, Jr.

J. L. Granum W.J. Romig C. J. Wehmmeister
J. A. Hixon J. M. Samuels

Norfolk Southern faces a tremendous challenge over the next year in making
our critical business processes, including infrastructure, equipment, and system
applications, Year 2000 compliant. As you know, [ have made C. W. Moorman
responsible for the overall enterprise Year 2000 effort. As division heads, you are also
essential for the Year 2000 compliance efforts, other than the mainframe remediation,
which will remain with IT. You will be accountable for ensuring that all systems, tools,
facilities, or equipment that you normally develop, implement and maintain are identified
so that Year 2000 compliance can be planned and implemented by your division working
with IT.

A Year 2000 project office has been established under the direction of Gene
Carter, and with the help of KPMG, will provide your department assistance with these
activities. The project office will serve as a center for coordinating policy and response
for Year 2000 compliance questions and problems both externally to our customers,
vendors, and federal and state governmental entities, and internally to the various
departments of this company. The project office will also provide me with status reports
on the progress of the enterprise effort.

We must act with speed and diligence to protect Norfolk Southem from Year
2000 problems that could significantly affect our ability-to continue safe operations, bill
our customers, collect our revenue, and pay our employees, and [ will expect each of you
to report, as of May 31, 1999, that all Year 2000 critical issues in your area have been
identified and will pose no problem to our operation January 1, 2000, and beyond.

D. R. Goode

Brogan
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ATTACHMENT B

Enterprise IT and Non-IT
Year 2000 Timeline
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CSX CORPORATION
Year 2000 Statement

In 1986, CSX Corporation and its subsidiaries
(collectively “CSX”) began a comprehensive initiative to
address and resolve the potential exposure associated with
the functioning of its information technology systems and
non-information technology systems (including embedded
technology) with respect to dates in the Year 2000 and
beyond, commonly referred to as the “Y2K Prcblem” and the
“Millenium Bug”.

CSX’s remediation efforts are focused first and
foremost on the continued safe operation its rail and other
transportation systems, encompassing both employees’
personal safety as well as the safety of the general public
and the environments in which we operate. Maintaining
service continuity both to our customers and with our
vendors before, durxing, and after the millenium change is
also a high priority. CSX is also taking steps it believes
are necessary to insure the efficiency and integrity of our
infrastructure and to minimize internal operational
interruptions.

Overall, the CSX Year 2000 initiative is currently
proceeding on schedule with completion of all key areas
expected by mid-1999. The company’s YZK remediation efforts
are aligned into five (5) parallel efforts: Core Information
Systems, Distributed Information Technolagy, Electronic
Commerce, Non-IT (embedded) systems, and Trading Partners.

The remediation of data center hardware and
software is progressing, and a major portion of software and
hardware products have been upgraded. CSX anticipates that
it will have resolved the Year 2000 issue for all mission
critical applications by the end of 1998 and for all non-
mission critical applications by June 1999. With respect to
distributed information technology, CSX has assigned project
managers to assess and remediate its distributed
applications with a view to completion by early 1999.

In the area of electronic commerce transmissions,
CSX is upgrading its applications to Year 2000 standards as
part of its regular application maintenance effort. Because
the potential exists that not all of CSX's trading partners
will achieve Year 2000 compliance, CSX is preparing to
accommodate non-Year 2000 electronic commerce transmissions
as well as Year 2000 ready transmissions.
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With respect to non-information technology
systems, CSX is currently conducting assessments of its rail
classification yards, shipping ports, container vessels,
intermodal ramps, and office facilities. In July 1997, Csx
and its vendor tested CSX's rail transportation dispatch
systems for Year 2000 complications and, based on the
results of those tests, the vendor has been making upgrades
to the systems which are expected to be completed by the end
of 1938.

As part of its Year 2000 initiative, CSX is in
communication with its significant suppliers, large
customers and financial institutions to assess their Year
2000 readiness and expects to conduct interface tests with
its external trading partners in 1999 upon completion of
internal testing of remediated applications.

In connection with its integration of Conrail, CSX
and Norfolk Southern are jointly addressing the Year 2000
compliance of Conrail's core information technology
applications and non-information technology embedded
systems. Certain of Conrail's operations systems are being
made Year 2000 compliant as a contingency in the event that
there are delays in the integration or Conrail continues to
operate such systems after the integration is completed.

CSX has incurred total expense of $23 million to
date related to the Year 2000 issue. The remaining cost of
the Year 2000 initiative is presently estimated at $62
million. The remaining cost and the date on which the
company believes it will complete the Year 2000 initiative
are based on management's current estimates, which are
derived utilizing numerous assumptions of future events
including the continued availability of certain resources,
and are inherently uncertain.

CSX has made Year 2000 readiness a top priority
and believes that its planning efforts are adeguate to
address its Year 2000 concerns. There can be no assurance,
however, that CSX's efforts will be successful in a task of
this size and complexity. CSX is currently assessing the
consegquences of its Year 2000 initiative not being completed
on schedule or its remediation efforts not being successful.
Upon completion of such assessment, CSX will begin
contingency planning, including efforts to address potential
disruptions in third-party services, such as
telecommunications and electricity, on which the CSX's
systems and operations rely.
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CSX is undertaking all of the activities that it
believes are reasonably necessary to be ready for the
millennium change. The Year 2000 poses genuine technical
problems to the entire world. CSX is keenly aware that its
own and its customers' businesses are dependent upon the
performance and dependability of CSX's systems. CSX's top
executives, management and technical staff are committed to
bringing CSX Year 2000 ready sufficiently in advance of
January 1, 2000 to permit smooth functioning of all core
systems. CSX has a long history of successful operation of
its railways and other transportation systems and believes
that it 1s bringing the necessary resources to bear to
continue that tradition into the next millennium.

Presently, there are at least four {4) measures
that have been introduced in Congress dealing with the Y2K
problem. These bills, collectively, provide for the free
flow of information between companies by setting standards
for when liability will attach, as well as providing for the
suspension of antitrust laws to allow businesses to share
information about their respective Y2K computer problems.
The flow of information between companies and the public did
not begin in earnest until July 29 when the Securities and
Exchange Commission issued an interpretive release to public
companies on making clear disclosures to shareholders about
YZ2K issues. Although this has shaken some Y2K information
loose, it is still not enough. Congress can assist CSX and
all other companies first and foremost by passing
appropriate disclosure legislation as quickly as possible.
Since the time left before January 1, 2000 is finite and
decreasing, time is truly of the essence. Lastly, CSX and
other companies need protection from frivolous litigation
for Y2K failures where they can show that they made
reasonable good faith efforts to remediate the problem.
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Mr. ITzKOFF.Overall, the Class I railroads, including Amtrak,
have acknowledged the significance of Y2K and taken appropriate
remedial steps. Coordination between Class I carriers and tenant
commuter operators and short line regional railroads, however, re-
quires additional work, and we will concentrate on this task.

Recognizing the increasing profile of Y2K and the strong finan-
cial incentives each entity has to solve the problem, FRA has not
had to question the veracity or the reliability of the information we
have obtained to date. Let me assure the committee, however, that
as we continue our monitoring activities, should Administrator
Molitoris or I become aware of a Y2K problem with implications for
railroad safety, the agency will take immediate and appropriate ac-
tion under existing statutory authority to prevent unsafe oper-
ations from taking place.

Our findings for the freight railroad industry can be summarized
in several categories. First, because grade crossing signals are
event-driven, rather than time- or date-driven, signal suppliers,
railroads, and FRA staff have concluded that grade crossing signals
generally do not face systemic Y2K issues.

Second, Y2K issues also do not appear to be major concerns with
respect to rolling stock or equipment. Only one-third of the diesel
locomotive fleet utilizes microprocessors, and these systems are pri-
marily event-driven,

Third, FRA does not anticipate Y2K problems would affect safety
in connection with train control, communications and operating
data, and business systems. However, the slowdown that would re-
sult from Y2K problems here, if not fully addressed, could indi-
rectly affect safety. FRA will continue to monitor railroad progress
in this area to assure that safety concerns are fully addressed.

Finally, with respect to commuter and passenger railroads, Am-
trak has identified and validated its Y2K remediation program and
expects its dispatch and business systems to be in compliance by
the first quarter of 1999. Electric passenger and commuter rail-
roads such as SEPTA and New Jersey Transit and others are work-
ing with their respective electric utilities to ensure that they are
Y2K compliant, and will be able to provide uninterrupted power on
January 1, 2000.

In conclusion, Administrator Molitoris and I are pleased by the
progress FRA has made to date in both assuring the compliance of
FRA’s own computer systems and in working with our railroad col-
leagues to help assure that railroad operations move seamlessly
into the Year 2000. We recognize that significant issues remain
ahead as we meet the Y2K challenge, and we look forward to work-
ing with the committee over the next 15 months on this issue.

Thank you, and I would be happy to answer any questions that
you may have.

Mr. FRANKS. Thank you.

Mr. Lee Gardner, the Director of the Office of Economics for STB.

Mr. LEE GARDNER. Good morning. My name is Lee Gardner. I
am here today representing the Surface Transportation Board. 1
am the Board’s Director of Economics, Environmental Analysis and
Administration.

Chairman Linda Morgan had planned to be here today, but un-
fortunately, due to a death in her family, she is not able to do so.



216

As requested by the committee, I will briefly summarize our
progress in addressing Y2K problems as they relate to Board func-
tions and describe outreach efforts that have been undertaken by
the Board itself and in cooperation with the Federal Railroad Ad-
ministration to monitor rail industry compliance.

Since its creation in 1996, the Board has made dramatic strides
in utilizing computer technology and electronic media to improve
internal and external communications and to increase the produc-
tivity of our staff. While computers have enhanced the efficiency
and effectiveness of the Board, our increased dependence on this
technology makes us more vulnerable to circumstances that might
compromise the availability or dependability of these systems.
Therefore, Chairman Morgan has made the Year 2000 problem a
priority at the Board.

The Office of Management and Budget has set March 1999 as
the target date for all agencies to implement solutions and certify
compliance with Y2K. The STB will meet that deadline. We have
identified two systems at the Board that are mission-critical and
three other systems that require modification in order to function
properly in 2000. Mission-critical systems are the local area net-
work, including individual workstations, and uniform railroad cost-
ing system, or URCS.

Our local area network provides a critical communication link
among the staff at the Board and is a vital tool for accessing infor-
mation outside the Board and providing information to Board con-
stituents and the general public. All of the servers and
workstations used for Board business processes have passed Year
2000 compliance tests.

The second mission-critical system at the Board is URCS. This
is a set of data programs and procedures used to develop estimates
of railroad movement or shipment costs. URCS has widespread ap-
plication at the Board and is used for making jurisdictional thresh-
old determinations for rail maximum rate cases and evaluating rail
abandonment applications. In September of this year, we certified
that URCS and all of its components were Year 2000 compliant.

Three other computer systems which are mission-enhancing but
not mission-critical have been identified as susceptible to problems
associated with the Year 2000. These are our fees and billing sys-
tem, computer-assisted depreciation and life analysis system, and
CASE, a computer database used to track proceedings before the
Board. Necessary modifications have been made to CASE to make
it Y2K compliant. We are in the validation phase for FAB, which
should be certified as compliant not later than November of this
year.

Finally, the software that operates CALDAS has been identified
as vulnerable to Y2K problems. This system assists the Board in
reviewing depreciation studies submitted by eachClass I railroad.
We project that CALDAS will be fullycompleted by March of 1999.
All of the costs associated withYear 2000 efforts have been funded
within our existingbudget.

The Board has also been monitoring the railroad industry’s
progress in making the necessary upgrades to their systems in
order to ensure continuity of rail service and the safety of rail oper-
ations. In late 1997, the Board contacted all Class I railroads to as-
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sess the potential impact of the Year 2000 problem on their ac-
counting, reporting, and general operating systems. Based on these
contacts, we concluded that the railroad industry has made signifi-
cant progress in developing and implementing plans to eliminate
any Year 2000 malfunctions that could threaten safety or service.

In response to the survey, all of the major railroads indicated
that all of their systems would be able to deal with the changeover
to 2000. We also inquired about the projected costs for required
modifications. Cost estimates ranged from 6 million to 46 million
per railroad.

The Board has also participated in outreach efforts sponsored by
the FRA. In July, the FRA convened a workshop that brought to-
gether representatives from the railroad industry, railroad suppli-
ers, rail labor, and government agencies. The purpose of these
meetings was to increase awareness of the Year 2000 issue in the
railroad industry and provide the opportunity to share information
and jointly discuss solutions to problems created by Year 2000. A
second outreach meeting is planned for early 1999.

In summary, I am pleased to report that the Board has ad-
dressed all mission-critical systems issues related to Y2K and that
we will be in full compliance with any remaining issues by March
1999. Further, based on our communications with the railroad in-
dustry, it appears that all segments of the industry have been ag-
gressive in identifying Y2K issues and in making the necessary
modifications to ensure that the service from and safety of this
vital element of our transportation system is not compromised.

Thank you very much, and I would be happy to answer any ques-
tions that you might have.

Mr. FRANKS. Thank you, Mr. Gardner.

Mr. Rose, the Chief Information Officer of the Railroad Retire-
ment Board.

Mr. ROsSe. Mr. Chairman, members of the subcommittee, good
morning, my name is Robert Rose and I am the CIO for the Rail-
road Retirement Board. 1 am pleased to have this opportunity to
testify about the status of our Year 2000 project.

The RRB is an independent agency in the executive branch of the
United States Government which administers the Railroad Retire-
ment and Railroad Unemployment Insurance Acts. Under the Rail-
road Retirement Act, the Board makes retirement, disability and
survivor benefits based on employment with the railroad industry.
During fiscal year 1997, the RRB paid $8.2 billion in retirement
and survivor benefits to nearly 800,000 beneficiaries.

The agency has designated the Year 2000 issue as its highest pri-
ority project. Our primary goal is to complete the implementation
of 100 percent of our mission-critical systems by the end of this cal-
endar year, 3 months earlier than the goal established by the Of-
fice of Management and Budget. To demonstrate the strength of
our commitment to this project, this goal is included as one of our
key objectives in the agency’s strategic plan. We have also estab-
lished a goal to complete implementation of virtually all of our non-
mission-critical systems by the end of fiscal year 1999.

At this time, we are making very good progress and we are on
or ahead of schedule for meeting these goals. The RRB has 124
mission-critical systems, of which 87, or 70 percent, are now Y2K
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compliant. Those 87 completed include 60 mainframe systems and
27 PC-based systems. All remaining mission-critical systems are
scheduled for conversion by the end of this calendar year. Qur most
recent achievement was the completion of the renovation of all mis-
sion-critical systems by September 30th, 2 days ago, as scheduled.

Beginning in January 1999, we are planning a series of com-
prehensive integration tests for all major information systems.
These tests, performed after each individual system has been re-
vised and reintroduced into the production environment, will be
geared toward ensuring that all interfaces, connections, and links
between the various systems remain fully in sync and fully func-
tional.

We have also developed an inventory of external data exchanges
for both critical and nonmission-critical systems. These exchanges
are generally conducted with other Federal and State agencies,
railroads and financial institutions. We have contacted all of these
organizations and, with few exceptions, have developed all required
Y2K data formats. In the event that all data received from external
sources is not fully compliant before the year 2000, we plan to im-
plement bridge programs which will temporarily reformat the infor-
mation as required. Most of these bridge programs have already
been developed and tested.

In addition to the application systems area, we are also taking
action to ensure Y2K compliance in three other areas. First, all
proprietary system software packages used in our data center will
be tested and certified to be compliant by the end of fiscal year
1999. Second, in the area of desktop computing, we are testing the
agency’s entire inventory of personal computers for Y2K compli-
ance. The agency’s goal is to equip each employee with a compliant
PC prior to the end of fiscal year 1999, and funds have been identi-
fied in the President’s 1999 budget specifically for this purpose. In
the third area, which concerns office facilities such as telephones
and elevators, we are taking follow-up actions in these few systems
found to be noncompliant.

The RRB’s most significant external interface—which supports a
payment of both Social Security benefits and Railroad Retirement
benefits—is with the Social Security Administration. We have a
close relationship with SSA and have exchanged test files with
them to ensure that these interfaces will work smoothly in the
Year 2000. We also exchanged information with the Department of
Treasury related to the issuance of benefits checks, direct deposit
transactions, return payments and other financial matters.

They serve as the conduit to most transactions between the RRB
and the Federal Reserve Bank and other banks. Treasury officials
have assured us that no revisions are required in the formats of
our file exchanges with them. The RRB does not have any inter-
national direct deposit program and, therefore, is not concerned
with Y2K banking issues outside of this country. The Department
of Treasury has requested that we transmit our monthly benefit
file via electronic data communication instead of by tape media to
accommodate their Y2K conversion. We are complying with that re-
quest and expect a smooth transition in that area.

In summary, we are confident in our ability to achieve the agen-
cy’s goals for the Year 2000 and that our transition to the next cen-
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tury will offer uninterrupted service and continuous high-quality
operations.

Thank you. That concludes my remarks. I would be happy to an-
swer any questions that you may have.

Mr. FRANKS. Thank you, Mr. Rose.

And we will hear from Mr. Jim Gardner, Technology Consultant
for the Association of American Railroads.

Mr. JiIM GARDNER. Mr. Chairman, the Association of American
Railroads appreciates this opportunity to present its comments on
the Year 2000 problem in the railroad industry including Amtrak.
My background for this testimony is 30 years’ experience in the
railroad industry, of which the last 10 have been spent in executive
positions in information technology.

I have attached a written summary by Amtrak on its efforts with
regard to Y2K issues as well. The freight railroad industry, as
some have mentioned here, is highly interdependent. Twenty-five
percent of all freight traffic and 33 percent of all freight revenue
involves interline movements over two or more railroads. In order
to do this safely and efficiently, railroads depend heavily on com-
puters both in operations and in information exchange. All seg-
ments of the railroad industry thus are very much aware of the
critical importance of addressing the Y2K problems and consider it
to be their top priority.

Railroads and rail suppliers are engaged at every level in identi-
fying potential problems and preventing them. The major railroads
expect to spend more than $250 million doing this. The two critical
areas we need to focus on are safety and service continuity.

Our first priority is safety. The industry Y2K efforts in the safe-
ty-critical areas address mainframe computer systems, decision
support systems, and components supplied by vendors, including
embedded devices.

Of particular importance to railroad safety are the industry’s sig-
naling systems and grade crossing devices. Research and testing
experience shows that these safety-critical aspects of signals and
grade crossings do not employ date calculations and are not subject
to Y2K problems. However, we plan to continue researching and
testing until we assure that every safety-critical component and
system will operate properly.

The other area of critical importance is service. The operations
of the large freight railroads and Amtrak depend heavily on infor-
mation technology. Formal efforts to address Y2K problems have
actually been underway for several years in the railroad industry.
Railroads have developed a four-part process to deal with problems
involving, one, inventory; two impact analysis or testing; three, re-
mediation and testing; and, four, contingency planning.

One railroad estimates that roughly 3 to 4 percent of its core
mainframe lines of code will need to be remediated. That is the ex-
tent of their problem. The AAR believes this is typical of the indus-
try. Within their Year 2000 project offices, most railroads distin-
guish between their information technology or IT-related work and
their enterprise or business work. The IT work, particularly ad-
dressing core mainframe systems, began before the enterprise
work. We understand that our members, though, expect to com-
plete the great majority of the IT work this year, 1998.
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Enterprise work is also well underway, but some of that will
stretch into next year. Although most Y2K work is being performed
in individual railroads, there are also supportive activities at the
industry level.

The North American Rail Industry Year 2000 Coordination Task
Force was formed to manage industry-level activities, and includes
representatives from both large and small railroads. Because so
much rail freight, about one-fourth, as I mentioned earlier, involves
movement by more than one railroad, there is extensive interaction
among railroad information systems. This has led to the develop-
ment of various central information system applications at rail
link.

This task force has also developed plans for testing these systems
to ensure that they will continue to work properly when the millen-
nium arrives. The task force expects most of this testing to be com-
plete this year.

In addition, the information gained by the task force will be of-
fered to all North American railroads, large and small. There is a
cooperative effort here.

I thank you for this opportunity to testify before the committee,
and I would be pleased to answer any questions.

Mr. FRANKS. Thank you Mr. Gardner.

Mr. Itzkoff, you pointed out in your statement that FRA does not
use its computers for any real-time transportation management,
and you also pointed out that FRA is on the path to be Y2K compli-
ant. I want to raise an issue that has appeared recently in some
media accounts that indicate that some embedded chips may mal-
function earlier than 1/1/2000, perhaps as early as 1/1/99 or 9/9/99,
because these chips don’t recognize either 99 as a digit sequence
or 00 as a valid date.

Has this issue been raised in any of your discussions with DOT
or specifically at the FRA?

Mr. ITZKOFF. Yes. With respect to our internal systems, we iden-
tified 19 different systems in the assessment phase that merited a
Y2K review. Seven of those were mission-critical, three were cen-
tral to our mission, and nine were noncritical. As part of the entire
renovation process, we actually did subject all of these systems to
the test that you described, such as 1/1/99 or 9/9/99. That was done
by our contractor. We have then independently verified it through
our information technology staff and then the Office of Inspector
General, as I have said, has run an independent verification of our
mission-critical systems as well. So I think that we have done that.

The other thing I would say is that our backup plan is a key
component in dealing with this, and that is another element that
we have pushed forward aggressively on.

Mr. FRANKS. Thank you.

Mr. Gardner, this subcommittee received strong assurances from
CSX and Norfolk Southern that their joint acquisitio